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..-From Brazil...from Central America 
...Coffee steaming on a million breakfast tables! 
Brought in by McCormick Steamships! Expert 
handling has won the confidence of the coffee 
men! McCormick service provides the ‘‘follow 
through” that saves you money. Let the 
McCormick Man quote you. 
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© An important advantage of ship- hand system of signatures, which 
ping by Railway Express is the establish a definite record of their 
protection against loss in transit progress along every step of their 
afforded by a double-check system route. 
of receipts. Not only is the ex- Railway Express has the facilities 
pressman required to give the and experience to insure prompt, 
shipper a receipt at the time he safe delivery of shipments of all EDI 
accepts every shipment, but he is_ kinds. Whether you ship one , 
also required to obtain a signed package or several thousand in = 
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livery. Packages of exceptional 
value are carried under a hand-to- 


business to take full advantage of 
this nation-wide service. 


RAILWAY EXPRESS AGENCY, 


NATION-WIDE AIR AND RAIL EXPRESS SERVICE 
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Lackawanna freight moves fast and on schedules as dependable 
as those of its crack passenger fliers. Two points vital to the 
shipper whether his goods are perishable or not. He can 
depend upon Lackawanna service to deliver his shipments at 
the point of demand in the shortest possible time. 

The modern speedster, pictured above, is one of the reasons. 
Only such titans of power and speed...costly as they are...are 
good enough to meet the exacting demands of the Lackawanna’s 
superb freight service. Satisfied shippers will give you addi- 
tional reasons why they have always preferred the Lackawanna. 


- For Speed . 
and 


Dependability 


LACKAWANNA 





Lackawanna 
Railroad 
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c. L. COX 
General Agent 
Des Moines, Iowa 


Your Erie representative is 


W. P. KROMPHARDT 
Division Freight Agent 
Dayton, Ohio 


a friend in need... when 

puzzling traffic problems 
come up. His wide experience puts him 
in a position to give you reliable informa- 
tion, on short notice. Feel free to ask 
his advice on any shipping question. e Of 
course, the entire Erie organization stands 
ready to back him up 100%, when you 
entrust a shipment tohis care. By doing 


so, you take the one step necessary to 


insure that it arrives in good order and 


on time. 
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FUEL SATISFACTION 
AND 


AUTOMATIC STOKERS 


NORFOLK AND WESTERN 


N 1931 the Norfolk and Western Railway 

distributed a booklet outlining the results 
of a series of tests conducted in the rail- 
way’s laboratories at Roanoke, Virginia, and 
proving conclusively that “.. . both high and 
low volatile coals (Fuel Satisfaction) mined 
on the N. & W. Railway, can be used satis- 
factorily with automatic stokers in domestic 
heating plants with greater efficiency and 
better heat regulation than under expert hand 
firing, and after proper installation and ad- 
justment, with a minimum of attention ...” 

Demands for dependable information of 
this character have become so urgent since 
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the publication of the first booklet that the 
railway has enlarged and re-equipped its 
testing laboratory, and published another 
booklet containing a summary of additional 
information obtained from the more ex- 
haustive tests and experiments that have 
been made recently. 

This new booklet is now ready for distri- 
bution and will be sent to any coal dealer 
or consumer upon request to the Norfolk 
and Western Coal Bureaus at Chicago, 
Cleveland, Detroit, Boston or Winston- 
Salem, or to the Coal Traffic Department 
at Roanoke, Va. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





PAY FOR WATERWAY FACILITIES 


RESIDENT ROOSEVELT is taking a step in the 

right direction in exploring the possibility of the fed- 
eral government assessing tonnage taxes on vessels that 
use waterway facilities provided by the government to 
meet, approximately, the maintenance expenses for these 
facilities that are paid by the government. It is the Presi- 
dent’s view, we understand, that to assess a small tonnage 
tax on everything that floats on waterways provided by 
the government would be a reasonable thing to do. In the 
President’s view, this would not be a burdensome tax, it 
is understood. 

The federal government spends millions of dollars 
annually on maintenance work on harbors and channels, 
intracoastal waterways, and inland waterways. The army 
engineers estimated, for example, that $24,441,029 could 
be profitably expended in the fiscal year beginning July 
1, 1933, for maintenance of existing river and harbor 
works, based on a total appropriation of $39,388,129. The 
remainder would be used for improvements. The water- 
way maintenance work makes possible the use of the har- 
bors, channels and waterways by vessels and barges. The 
policy of the government has been to assess the cost of 
this maintenance work against the federal treasury. The 
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thought that the government should be reimbursed for 
such expenditures has been expressed before, of course, 
but President Roosevelt, in recent years at least, is the 
first President to indicate reception of that thought with 
approval. He is concerned, of course, about the cost of 
government and wishes to reduce that cost as much as 
possible. Therefore he is investigating services performed 
by the government with a view to ascertaining whether 
it would not be proper to make reasonable charges for 
them. 

In addition to the waterway maintenance expenses 
the government provides the lighthouse service for which 
$13,659,280 was appropriated in the fiscal year 1933. For 
navigation and steamboat inspection services the appro- 
priation for the fiscal year 1933 was $1,476,165. This lat- 
ter phase of the government service, however, collects in 
tonnage taxes and navigation fees, in addition to fines 
imposed for violations of the navigation laws, in round 
numbers, about $2,000,000 annually. These taxes and. 
fees are assessed on vessels entering and clearing Ameri- 
can ports and go into the federal treasury. 

Though President Roosevelt did not mention air navi- 
gation facilities provided by the federal government, the 
question also arises as to whether the government should 
not be reimbursed for the cost to it of providing those 
facilities. Certainly if tonnage taxes are to be assessed 
against vessels and barges for waterway facilities, it 
would seem that similar treatment should be accorded to 
aircraft using the air navigation facilities provided by 
the federal government. For air navigation facilities Con- 
gress appropriated more than $38,000,000 in the period 
1927 to 1933, inclusive. 


RATE CASE DILIGENCE NEEDED 


OW that the Commission has decided that an inquiry 

is necessary to enable it to determine “whether and 
to what extent, if any, reductions in rates ... may and 
should be required,” it and all those who may become par- 
ticipants in the proceeding, No. 26000, are under keen 
obligation, it is believed, to keep the case moving at the 
maximum speed consistent with honest work. In theory, 
such is the obligation of the Commission, traffic managers, 
and counsel in every proceeding before the regulating 
body. In practice, many times, it appears that the obli- 
gation is forgotten. There should be no forgetfulness this 
time. 
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At this time, when there is an outcry against govern- 
mental waste, both in unnecessary projects and dilatori- 
ness in procedure, a long drawn out inquiry into rates 
would be criminal waste, especially in view of the fact 
that the railroads hold the belief that no reductions can 
lawfully be ordered. They opposed the institution of the 
inquiry. The Commission, however, decided it should be 
held. Any failure to proceed with promptness would sim- 
ply add to the “waste” charged by the railroads. A pro- 
ceeding even approximating the shortest of the Hoch- 
Smith cases, the lake cargo coal case, or many others that 
might be mentioned, is unthinkable. 

Another reason for the initiation and continuance of 
maximum speed compatible with efficient work is the gen- 
eral belief that the possibility of a reduction in freight 
rates tends to slow up traffic. Slowing up of traffic at 
this time would be a sublimation of tragedy. Men about 
to order goods that require railroad transportation nat- 
urally desire to obtain the benefit of reduced rates, if 
there are to be any. Suppliers of goods need to know, be- 
fore they submit tenders based on delivered prices, the 
rates they will have to pay before they submit their ten- 
ders. 

These observations have no reference to the merits of 
the issue created by the institution of the inquiry. It is 
believed to be obvious that diligence in the handling of 
the matter will inure to the benefit of both carriers and 
shippers by reason of its keeping the period of uncertainty 
to the minimum. 

So far as can now be seen there will be no necessity 
for elaborate testimony. The Commission itself compiles 
the figures that show the condition of the carriers in the 
dollar sense. The shippers, in the Fifteen Per Cent Case, 
1931, on the application of the carriers for a continuance 
of the surcharges, offered testimony to show their condi- 
tion. That was only a short time ago. 

All the figures about the condition of carriers and 
shippers, it is suspected, could be brought to date in a 
relatively short time and be submitted by witnesses in 
condensed form, with the underlying figures ready for use 
by the Commission, if, in the consideration of the case, 
some member desired to go deeper than the final figures. 

As an argument in support of diligent handling, it 
seems hardly necessary to suggest that, while the case is 
going on, readjustment of rates by railroad traffic execu- 
tives probably will be held up. Naturally such executives 
will not be able to carry on the defense of the rate struc- 
ture as it is and, at the same time, give serious attention 
to rearrangements of rates. Either the defense of the 
present rates will have to be laid aside while the record 
in No. 26000 is being created, or the proposed rearrange- 
ments be put on the shelf for the time being. It is no 
strain upon credulity to suggest that the defense would 
not be laid aside. 

Another reason for suggesting expedition is created 
by the fact that, while arguments were being made on 
March 25, on the question of whether the Commission 
should institute the proceeding, the railroads strongly 
pressed the thought that the Commission, in view of their 
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(the railroads) financial condition, could find no found, 
tion upon which to base a lawful order requiring redy. 
tions in rates. Their argument suggested the Possibility, 
if not probability, of appeal to the courts in the event 
an order from the Commission requiring reductions jy 
rates. If a judicial proceeding is to be a possible outcon 
of a decision by the Commission in this proceeding, thy 
is an additional reason for diligence in No. 26000. 


GOVERNMENT REORGANIZATION 


The Trafic World Washington Bure, 


The question of whether the President has the authority 
under the reorganization provisions of the treasury-post offic 
appropriation act to deal with functions of the Commission o 
with its membership was raised April 5 before the Senate inte. 
state commerce committee by Commissioner Eastman when }, 
appeared there on the Rayburn-Dill bills dealing with sections 5 
15a and 19a of the interstate commerce act. 

Commissioner Eastman, in a discussion with Chairman Dill 
of the committee, indicated that he understood that the Con. 
mission was an agency of the legislative branch of the goven. 
ment, and not in the executive branch of the government, and 
that therefore the Commission was not covered by the pmo 
visions. The reorganization provisions relate to “executive” 
agencies but these are defined as any commissions, inde 
pendent establishment, board, bureau, division, service or office 
in the executive branch of the government. The contention has 
been advanced that this language was intended to include the 
Commission. (See Traffic World, March 11, p. 503.) 

Secrecy almost equal to that of the grave has been main 
tained by those advisers of the President who are making 
plans for the organization of the various parts of the gover 
ment, including the Commission. Government employes in 
Washington, on account of the interest they have in their jobs, 
have circulated many rumors as to what was about to be done. 
However, the makers of plans, seemingly, have been able to 
prevent the dissemination of real information on the subject. 

One outstanding fact with regard to the Commission is that 
not one member of it has been consulted by any of those 
supposed to be making plans for reorganization, it is under 
stood. Commissioners have heard rumors that their number 
was to be reduced to seven, five or even one, But they have 
not been consulted or advised, it is said. 

The one definite fact that came out in the week in regari 
to the Commission was that it was not contemplated that the 
regulating body should be made a bureau in any department. 
Attachment of the Commission to the Department of Commerce 
as a bureau therein was one of the early reports heard by 
commissioners and others. 


The early reports about attaching the Commission to al 
executive department proceeded upon the assumption that the 
President, under the reorganization law, could treat it as being 
in the executive branch. Whether abandonment of the idea, 
if it was ever seriously held, that the Commission should be 
made a bureau in an executive department, is due to a Cl 
clusion by those planning reorganization that the Preside 
had such power, or is due to a conclusion that it would not b 
good policy, is a matter for speculation. The fact that, accoré 
ing to authoritative sources, the coordinator plan is to tie il 
with the Commission, suggests the thought that there is: 
conclusion among those planning reorganization, that the Cot 
mission must be maintained whether there is power to subordi: 
nate it to some executive department or whether there is 10 
such power. 


HOCH-SMITH LIVE STOCK 


The Commission in No. 17000, part 9, live stock-westem 
district rates, has modified its order of January 10, 1933, whith 
by its terms was required to be made effective on or. befor 
April 10, 1933, on not less than 30 days’ notice, to authorize 
the filing by the Missouri Pacific on not less than five days 
notice of schedules providing, in connection with the arrang¢ 
ment for testing the market where sale of livestock in transit 
is not permitted, that shipments which have been stopped # 
a market at shipper’s request and are forwarded therefrol 
without change of ownership shall be charged at the remainde 
of the rate applying through the market only upon certificatid 
by the shipper or his agent that the livestock has not bedl 
and will not be sold, or contract or arrangement or agreemell 
for its sale entered into, while it is at the market. 





} 


Maki 
With 
Men’ 


be n 
they 
or tl 


preh 
be c 


perh 
Saxo 
mem 
cons 
as tl 
Com 
tion 


solid 
Up t 
mor¢ 
enab 


of r 
writ! 
aban 
meal 
That 
plate 
also 
use, 


ing | 
in tl 
of tl 
a co 
two 
beca 
had 
that 
own 
furn 
the 
othe 
the 
with 


plan 
to e€ 
stoc 
mar 
is b 
and 
pric 


poss 


Gov 
Was 
Lik 


ave! 
to | 
cler 
hea 
thei 
Sala 


that 









Unda. 
reduc. 
bility 
nt of 
nS jy 
{come 
y that 


Bureay 


hority 
Office 
lon or 
inter. 
€n he 
Ons j, 


1 Dill, 
Con. 
Vern. 
» and 
> Dro 
itive” 
inde. 
Office 
n hag 
e the 


main- 
aking 
Vern 
S in 
jobs, 
done, 
le to 
bject. 
- that 
those 
nder: 
mber 
have 


gard 
t the 
nent, 
1erce 
d by 


D all 
; the 
yeing 
idea, 
d be 
COl- 
dent 
rt be 
cord: 
e it 
ig 4 
Jom: 
ordi- 
not 


terl 
hich 
fore 
rize 
ays 
nge 
nsit 
1 at 
ron 
ider 
tiod 
eel 
ent 








Current Topics in 
Washington 





At a time like this, when public officers 
are making plans for the salvation of the 
railroads and other industrial organizations, 
the talk proceeds without much respect, in 
the way of words, for the property of other 
men. Planners proceed as if there would 
be no difficulties when the time for action came. Even when 
they call into their consultations owners of affected property, 
or their representatives, the ones called in are few in number 
and represent only infinestimal fractions of the property com- 
prehended in the plans—grandiose plans they sometimes might 
be called. 

All that sounds amazing in the ears of those who remember, 
perhaps too distinctly, what is written in the books of Anglo 
Saxon law about the sanctity of private property. In 1920, 
members of Congress talked about legislation for compulsory 
consolidation of railroads. They did not write as drastically 
as they talked. Instead they wrote a scheme under which the 
Commission was directed to formulate plans for the consolida- 
tion of railroads into a limited number of systems. 

The Commission has its seemingly good plan for the con- 
solidation of the railroads into a limited number of systems. 
Up to this time it has not appeared to result in anything much 
more important than Abraham Lincoln’s patented contraption 
enabling a steam boat to get over a sand bar. 

Now comes the coordinator plan for juggling the facilities 
of railroads so as to eliminate expense. Before it could be 
written the understanding about it was that it contemplated 
abandonment of use of the long lines of some railroads. That 
meant, in law, the taking of private property for public use. 
That means compensation. The plan, it was said, contem- 
plated compensation not only for the owners of such lines but 
also for the men who would be displaced by the cessation of 
use, as if a job were a property right. 

That idea of compensation for disuse of lines and displac- 
ing from their jobs of railroad employes was also to be found 
in the more ambitious Prince plan for the gathering together 
of the railroads into seven main systems and an appendix, at 
a cost to the government of billions, the estimates running from 
two to between four or five billions. The sum was indefinite 
because, according to the understanding, the Prince plan itself 
had not been worked down to carefully defined costs. Of course 
that plan was based, fundamentally, upon agreement of the 
owners of property with the government ag the agency for 
furnishing the money necessary to make it work. However, 
the point lay in connection with it that it used the property of 
others as pieces in the jig saw puzzle to make the picture of 
the extremely limited number of systems before mentioned, 
without much consultation with the owners, if any. 

A thought in connection with the Prince, or any other, 
Plan of that general character is that if legislation were passed 
to enable it to be tried, the chances are that prices for the 
stocks and bonds of the companies would rise so high in the 
market as to make them unworkable. Such an eventuality, it 
is believed, would be pleasing to the owners of the securities 
and make them indifferent to the plans for their salvation. High 
Prices in the security market, to the average man, are the best 


Making Free 
With Other 
Men’s Property 


possible plan of salvation. 





Even in ordinary times clerical 
workers on the government pay roll 
have low thoughts about members of 
Congress. At present it may be said 
they have bitter thoughts. The aver- 
age clerical worker believes that the 
average member of Congress is telling tales of his patriotism 
to his constituents that are not warranted by the facts. The 
Clerks believe the congressmen are painting haloes above their 
heads based on the fact that they have cut 15 per cent off 
their own salaries, even as they have cut 15 per cent off the 
Salaries of the lower paid workers. 

The latter, however, jeer at such patriotism for the reason 
that in many of the departments clerks are suffering losses in 


Government Clerks in 
Washington Do Not 
Like Congressmen 
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pay as high as 60 per cent. They are losing that much because 
the virtuous congressmen who have cut the basic pay rates 
have also cut the total appropriations so that additional pay 
cuts have to be made in the pay of clerks. Additional pay 
cuts, the clerks point out, do not fall on members of Congress. 
The latter make the appropriations for the support of the legis- 
lative branch high enough to avoid any additional slashes in 
the pay of members of Congress or their clerks, hence the 
bitterness and the suspicion of hypocrisy. 





Eminent men in the oil industry 
appear to know but little about pipe 
line rates from the point of view of 
men familiar with the work of the 
Commission and the pipe line statute. 
John B. Elliott, of Los Angeles, one of 
the participants in the recent petroleum conference held by 
Secretary Ickes, a man prominent in California politics, is one 
of those who have been throwing rocks at the Commission. 
Addressing “independents” of his sort in California, Texas and 
Oklahoma, he said the “monopoly” was routed in the recent 
conference. Then he added: 

Out of the rout is coming real legislation for the separation 
of oil pipe lines . . from the production and refinery units (of 
the industry), the enforcement of reasonable pipe line rates and 
regulations by the Interstate Commerce Commission and probably 


a congressional investigation of the big business monopoly in the 
petroleum industry that may make history. 


Such comment warrants a smile on the part of anyone who 
knows anything about pipe line rates and the Commission’s 
dealing with them. The Supreme Court of the United States, 
in 1914, held constitutional that part of the interstate com- 
merce act that gave and still gives the Commission power to 
require just and reasonable rates for transportation by pipe 
line. The smile is justified by the fact that since that year 
only one complaint has been filed against any phase of the 
subject of rates and minima. In that one complaint case the 
Commission established a lower minimum. 

“Enforcement of reasonable pipe line rates and regulations” 
implies that the rates and regulations are not reasonable be- 
cause the Commission has not enforced such rates and charges. 
Anyone who knows the eagerness with which some _practi- 
tioners before the Commission take up complaints against rates 
might suggest to them that if they will apply to men of the 
Elliott school they may obtain desirable practice. 


Undeserved Rocks 
Bounced on 
Commission’s Head 





A man affliced with what he re- 
gards a logical mind, if he gives much 
thought to what is being proposed in 
Washington, has a right, it may be 
suggested with diffidence, to believe he is on his way to a 
place where scientific men try to restore folks to a mental 
par. And here are two facts to explain why some may have 
such a thought. 

In the farm relief plan it is proposed that the government 
shall exchange its bonds for the mortgage notes given by 
farmers who have not been able to make their operations suc- 
cessful enough to pay interest and taxes. Farmers able to 
pay interest and taxes are not to receive such a favor from 
government. 

Men in Washington who have been able to obtain rent for 
the houses they have high enough to enable them to pay in- 
terest and taxes, members of Congress are proposing, shall be 
haled before a board, with a view to having the government 
say they shall not exact as much rent as they have been de- 
manding and receiving. In other words, the war time expedient 
of having the government fix rents, is proposed. 

The farmers who judged so poorly as to the value of land 
and their ability to obtain incomes therefrom are to be aided. 
The men in Washington who judged values accurately enough 
to enable them to continue as the oWners of houses desired by 
tenants, it is proposed, shall have their incomes cut below 
what a free market has been willing to give them in exchange 
for what they have produced. 

No one has proved that owners of houses have entered into 
a combination in restraint of rent changes. The charge, in 
effect, is that tenants and prospective tenants are not able 
to obtain the houses and apartments they fancy for the amounts 
they are able or willing to pay. Yet the city is speckled with 
signs “To Let,” or in less finicky English, “For Rent.” 

Wherefore it is proposed that the power of the king shall 
be exerted in behalf of those who think they should be given 
something they cannot obtain by bargain and sale in an un- 
hampered market where the supply of houses and apartments 
obviously exceeds the demand. That was not the fact in war 
time. 

Anyone familiar with the American’s fondness for putting 


Government Soon the 
Universal Landlord 
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off the payment of his debts because he thinks the unearned 
increment will make that painful operation unnecessary has a 
right to think that, if the government takes over the farm 
loans they will never be paid and that, in the end, the federal 
government will become the owner of much farm land. By the 
same sign, if the government forces down rents in Washing- 
ton, the time will come when the nominal owners of rentable 
houses will not be able to meet the ever-mounting taxes. Then 
the government will become the owner of thousands of houses 
and apartments because it will not be profitable for a man to 
own real estate. Some of the southern states, according to 
reports, have already accumulated lands and houses in num- 
bers sufficient to make it accurate to say they are large land- 
lords—if they can find tenants willing to pay the taxes required 
to support hordes of practically useless office holders perform- 
ing tasks of little worth in an indifferent manner. 





Like many other men, Henry I. 
Harriman, president of the Cham- 
ber of Commerce of the United 
States, thinks of the decision of the 
Supreme Court of the United States 
in Appalachian Coals, Inc., means 
that the cheap politics played by nearly every Attorney General 
of the United States, by the use of the Sherman anti-trust law 
to show his determination to protect the interests of the “plain 
people” have come to an end. The fact that the court, in 
that case, carried on the work of making the anti-trust law a 
workable rule for the government of business, is interpreted 
by him as the beginning of a better day. 

The fact that an Attorney General, to bring credit to an 
administration, can still bring prosecutions under that statute 
that no inexorably mentally honest man would institute, is 
overlooked by Mr. Harriman in a recent statement about the 
outlook for cooperation to remedy business conditions. He 
thought only of the law as laid down by the court, and prob- 
ably not about Attorneys General willing to mislead the plain 
people they pretend to protect, in bringing suits that should 
not be started. In part, Mr. Harriman said: 


The Credulous 
Mr. Harriman Believes 
in Blue Birds 


Fortunately, we are beginning to see more clearly the pre- 
dicament into which our fear of monopoly has led us. Retrac- 
ing our steps we are coming to the realization that what we 
need to do is not to throttle cooperation but to safeguard it, 
not to hobble trade but to encourage its development. Within a 
little more than a fortnight the Supreme Court of the United 
States has taken the initiative in setting before the country this 
aim and interpreting our anti-trust legislation in this light. 


LOREE’S RAIL PROPOSALS 


The Trafic World Washington Bureau 


Annual savings in excess of $1,400,000,000, and rate and 
passenger fare reductions of $700,000,000 could be effected by 
the railroads, in the opinion of L. F. Loree, president of the 
Delaware & Hudson Railroad Corporation, who attended the 
conference on the railroad problem at the Department of Com- 
merce April 3. 


“The railroad situation from the standpoint of public in- 
terest, together with the interest of the railroad security 
holders and railroad employes, has come to be recognized as 
acute and warranting emergency treatment,’ said Mr. Loree 
in a statement. “Under our present depressed condition, the 
public should have reduction in both passenger and freight 
rates, and I have given thought to how this may be accom- 
plished quickly, avoiding long delays from controversial ques- 
tions, such as consolidation plans, hearings before committees 
and commissions, litigation and otherwise, and the embarrass- 
ment of a lack of financial resources. 


“The entire commonWealth, and particularly the agricul- 
tural sections, are vitally interested in the present situation 
and in the application of remedies looking toward immediate 
relief. 

“First, I may suggest elimination of wasteful practices on 
the part of the railroads—for competitive reasons—in providing 
service to the public—and which, on account of the depressed 
condition and high rates, both passenger and freight, are not 
justified. I refer to unnecessary and duplicated passenger 
service as well as unnecessary and duplicated freight service. 
In these items alone, a conservative figure of annual savings in 
expense is $600,000,000. 

“Again, we have unnecessary rail mileage in operation. 
When we consider that less than 2 per cent of the freight is 
carried on 75,000 odd miles of first main line track or about 
30 per cent of the total mileage, we should not hesitate to 
abandon at least 30,000 miles of unnecessary rail mileage cost- 
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ing $75,000,000 annually to operate. 
earnings they are not justified. 

“Without embarrassment in handling our present Volume 
of traffic, I estimate that the railroads may save $137,500.99 
per year in the reduction of their stock of locomotives and ca, 
due to the fact that a large per cent is obsolete and are maiy 
tained unnecessarily. 

“In the case of obsolete shop machinery and tools, g gy. 
ing of at least $50,000,000 per year may be realized by subgtj. 
tuting improved up-to-date units. 

“Over a period of time, a further saving of at leay 
$100,000,000 annually may be accomplished in the improvemey 
of grades and alignment, heavier rail and ballast, reduced gis 
tances, improvement of terminal facilities and practices, et. 
upon the 26,000 miles or 10 per cent of the total upon which one 
half the business igs done. 

“Another $100,000,000 per year, conservatively estimated 
may be saved through revision of working agreements with 
various branches of railroad labor. The present schedules ap 
the result of an accumulation of rules and agreements adopted 
over a long period of years and to apply to conditions fa 
different than at present. They contain many provisions fo 
payment for time not worked and many provisions that hamper 
and obstruct management in the flexible and free operation of 
the railroads. In many instances they go so far as to operate 
to the disadvantage of the employes and should be scrapped 
and built up anew. 

“Taxation is and has been a stone around the neck of the 
railroads. Railroad property investment has increased 148 per 
cent since 1900, while its taxes have increased 806 per cent 
during the same period. We must look to a reduction all along 


As they show no net 


the line, and estimated at 25 per cent, it would mean a saving 


of $90,000,000 per year. 

“While I have enumerated many items of possible and in. 
mediate savings, I have not included all. There are many 
others, such as valuation expenses, depreciation charges, re. 
strictive laws including automatic train control, full crew anid 
train limit laws, non-productive property changes, land grants, 
etc., which with proper cooperation on the part of both the 
railroads and the public authorities may be developed into an 
actual saving conservatively estimated at $282,100,000 annually. 


“Of the above estimated annual saving of $1,462,600,000, 
which is after interest on the additional capital expenditures 
necessary to realize such savings, all but non-productive prop- 
erty changes ($45,000,000) will be beneficial to the income ac 
count. Eliminating this figure gives an estimated annual sa\- 
ing of $1,417,600,000. 

“In 1932 Class I railroads had a net income deficit of ap 
proximately $153,000,000. Gross revenues so far in 1933 are 
showing reductions compared with 1932. On the other hand, 
certain economies are now in effect which were not in effect 
through the full year 1932. Without the radical measures sug 
gested, it seems likely, therefore, that the showing of the rail 
roads in 1933 will not be better than in 1932; viz., a net income 
deficit of $153,000,000. 


“If, however, the very large savings listed above were mate 
effective, enough could be at once realized to insure that the 
net income of Class I railroads for 1933 would be changed from 
a red figure of $153,000,000 to a black figure of large propor 
tion. 

“The total outstanding capital stock of Class I railroads 
is approximately $8,270,000,000. Five per cent dividends 
this stock would amount to $413,500,000, leaving a balance of 
$851,100,000 when the latest saving of $1,462,600,000 was 
realized. 

“These estimated excess earnings would permit the elimins 
tion of the present ‘emergency freight charges,’ netting al 
nually approximately $61,600,000, leaving a balance, which might 
be used for such improvements as are necessarily chargeable 
to surplus for development and strengthening of the significall 
parts of the properties, applying in the reduction of passenéé! 
fares and freight rates something like $700,000,000.” 


CLAIMS AGAINST AIR EXPRESS 


Less than a thousandth of one per cent of the gross revenle 
paid by shippers over the Air Express Division of the Railway 
Express Agency system has been refunded due to loss and damagé 
claims, it is announced, due to safety of plane operation and 
increasing protection accorded shipments in handling and 
transit. 

Shipments of fragile and breakable character now form 4 
substantial percentage of the cargoes, it is stated. Flowers, fruit 
gowns, hats and other wearing apparel for women; radio tubes, 
pottery, and electrical condensers are among the fragile shil 
ments now carried daily on the coast-to-coast route. 
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Decisions of Interstate Commerce Commission 





RAIL-BARGE RATE BASIS 


N an opinion written by Commissioner Eastman in Ex Parte 
| No. 96, through routes and joint rates between Inland Water- 
ways Corporation and other common carriers; Ex Parte No. 99, 
application of the Mississippi Valley Barge Line Co. (fifth sup- 
plemental report), and Ex Parte No. 102, application of the 
American Barge Line Co. (third supplemental report), the Com- 
mission, by division 4, requires differentials under all-rail rates 
reflected in barge-rail and rail-barge-rail rates heretofore pre- 
scribed to be maintained regardless of changes in the level of 
the all-rail rates, until its further order. This is the eighth 
supplemental report in these proceedings. 

That means that no matter how low the all-rail rates may 
go the barge-rail and rail-barge-rail rates are to be maintained 
differentially lower than the all-rail rates until the Commission 
orders a change. Changes in the barge-rail and rail-barge-rail 
rates are to be made automatically to correspond with the 
changes in the all-rail rates subject only to such changes as the 
Commission may require or permit, by further order in the 
matter. 

Outstanding orders in the three cases embraced within this 
report have been modified so as to give effect to the view of 
the Commission that changes in all-rail rates shall be followed 
by changes in the barge-rail or rail-barge-rail rates, The changed 
orders are to be effective not later than June 1. 

In the orders heretofore issued in these cases the Commis- 
sion directed that the barge-rail and rail-barge-rail rates be fixed 
in terms of a relationship with the corresponding all-rail rates. 
It fixed a minimum spread, which spread, it said, should persist 
even if changes were made in the level of the rates. It described 
the all-rail base in the words “contemporaneously applicable.” 

Commissioner Eastman said that in the past twelve months 
the rail lines had made may reductions in all-rail rates on 
account of truck competition and for other reasons. In many 
instances, he added, the railroads had declined to join with the 
barge lines in revised barge-rail and rail-barge-rail rates dif- 
ferentially related to the reduced all-rail rates on the ground 
that the words “contemporaneously applicable,” used in the Com- 
mission’s orders, had to be understood as referring only to the 
all-rail rates in effect on the dates of those orders. They 
claimed that such meaning had to be attributed according to 
the decision of the Supreme Court in Georgia Public Service 
Commission vs. United States, 283 U. S. 765. (51 S. Ct. Rep. 619.) 

The Inland Waterways Corporation and the Mississippi Val- 
ley Barge Line Co. called the attention of the Commission to 
the position taken by the rail carriers. They contended that 
that position was contrary to the expressed view of the Com- 
mission that the Denison act required the Commission to fix a 
minimum spread between all-rail rates and those in connection 
with water service which should persist even if changes were 
made in the level of the rates. The barge lines asked the Com- 
mission to modify or amend its orders so as to avoid the use 
of the words “contemporaneously applicable.” 

The railroads, in answer to the petition of the government 
barge line, controverted the idea that the Commission intended, 
in prescribing the differential relationship, to prescribe what 
was called a “floating” differential without regard to the reduc- 
tions or advances which might be brought about in the all-rail 
rates. To follow the reasoning of the barge line to the end, they 
said, was to state that all the Commission had to do was to 
prescribe a differential for barge-rail application and “the matter 
is thereafter forever foreclosed,” and “the so-called ‘floating’ 
differential would remain in effect.” Answering that contention 
Commissioner Eastman said that it manifestly overlooked the 
nature of the differentials in Procedure Under Barge Line Act, 
148 I. C. C, 129. 

“It is not true as indicated above,” said Commissioner East- 
man, “that the measure of the differential once prescribed is 
forever foreclosed. The Denison act expressly provides that 
the rates prescribed thereunder ‘may be changed by order of 
the Commission or by agreement of the water carriers and the 
other participating carriers.’ The act outlines the method by 
which carriers may secure a review by us of findings made 
in the first instance under the summary procedure required 
by the act, but thus far no rail carrier has availed itself of 
that method. Furthermore, the barge lines have indicated a 
disposition to consider reductions in differentials governing 
the barge-rail and rail-barge-rail rates where reductions have 
been made in the corresponding all-rail rates, and it is prob- 





able that if all parties approach the question in the proper 
spirit appropriate modifications of the differential could be 
arrived at by agreement, as authorized by the act, without 
appeal to us.” In disposing of the matter the report said: 


“We reiterate the views heretofore expressed that the 
Denison act requires ‘minimum differentials between all-rail 
rates and joint rates in connection with said water service to 
apply until changed’ in the manner authorized in the act. Since 
it is not certain that our orders in these proceedings as pres- 
ently worded carry out that intent, it necessarily follows that 
the orders should be clarified. No petition in Ex Parte No. 102 
has been presented to us, but since the orders therein are 
similar in wording to those in other proceedings we deem it 
proper to amend them on our own motion.” 


The order in Ex Parte 96, the case brought by the govern- 
ment barge line and others, amends parts of the Commission’s 
order dated April 8, 1929, by deleting the words ‘“contempo- 
raneously applicable” in the tenth line of the second ordering 
paragraph. That fifth ordering paragraph is amended to read 
as follows: 


And it is further ordered, That this order shall continue in effect 
until the further order of the commission, or until the rates, routes, 
regulations, and practices hereinbefore prescribed are changed by 
agreement of the interested parties; that the differentials in terms 
of percentages of all-rail rates hereinbefore prescribed as reasonable 
minimum differentials between all-rail rates and joint barge-rail or 
rail-barge-rail rates be maintained regardless of the level of said 
all-rail rates until the further order of the commission; and that dif- 
ferentials of specific amounts hereinbefore prescribed for barge-rail 
or rail-barge-rail rates shall be increased or reduced in amounts pro- 
portionate to such increases or reductions as may be hereafter ap- 
— to | rates on which said barge-rail rail-barge-rail rates 
are based. 


The second ordering paragraph of the order dated February 
14, 1931, in this same proceeding, is amended by deleting the 
words “contemporaneously applicable” and is amended to read 
as follows: 


And it is further ordered, That this order shall continue in effect 
until the further order of the commission, or until the rates, routes, 
regulations, and practices hereinbefore prescribed are changed by 
agreement of the interested parties, and that the differntials in terms 
of percentages of all-rail rates hereinbefore prescribd as reasonable 
minimum differentials between all-rail rates and joint barge-rail or 
rail-barge-rail rates be maintained regardless of the level of said 
all-rail rates until the further order of the commission, 


Like changes are made in the orders in the proceedings 
joined with this and disposed of in this report. 

Commissioner Mahaffie, dissenting, said he thought the Com- 
mission should hold a hearing. Acting on the petitions filed, he 
said the majority required continuance of the differentials as 
originally established notwithstanding changes in conditions 
including wide changes in rates. It might be, he said, that the 
differentials as applied to the new rate levels were still correct. 
But, he added, that question could be decided intelligently only 
if the Commission had the facts in regard to it before it. For 
the reasons set forth in his dissenting expression in Application 
of American Barge Line Co., 190 I. C. C. 7, he said he did not 
believe the Commission was required to proceed without the 
benefit of a record on which to base its action. 


PLASTER RETARDER COMBINATIONS 


With five of its ten members writing or joining in separate 
expressions, the Commission, in No. 24987, Standard Gypsum 
Co., Inc., et al. vs. A. T. & S. F. et al., a case involving aggre- 
gates of intermediate lower than the joint rates, has found that 
the rates on plaster retarder, carloads, from McCook, IIl., to Los 
Angeles, Calif., prior to Oct. 30, 1931, and to Long Beach, 
Calif., prior to Oct. 5, 1931, were unreasonable and has 
awarded reparation. Present rates to the points mentioned, 
and the past and present rates to Ludwig, Nev., have been found 
not unreasonable. The dates mentioned are those on which the 
carriers changed the rates which caused the controversy. 

The finding, other than the one concerning the rates to 
Ludwig, was that the failure of the defendants to publish and 
apply the rates of 80.5 cents maintained prior to Oct. 5, 1931, 
and $1.14 from Oct. 5 to Oct. 30, 1931, to Los Angeles; and 87.5 
cents prior to June 15, 1930, and 86.5 cents from June 15, 1930, 
to Oct. 5, 1931, to Long Beach was unjust and unreasonable, and 
resulted in damages to complainants in the amounts of the differ- 
ences between the charges collected on their shipments in those 
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held were in effect. 
been assailed and as at present in effect. 


and reparation. 


found to exist. 


Angeles and Long Beach. 


burg Foundry & Machine Co. vs. Pennsylvania, 168 I. C. C. 61. 


The carriers, the report said, were willing to make reparation to 


the basis of the combinations, but that they were opposed to the 
establishment of joint rates on that basis for the future on the 
ground that the rates charged were not unreasonable per se and 
that the volume of the movement did not justify rates lower 
than those now in effect. 

Chairman Farrell in his separate expression said he con- 
curred for the same reason that caused him to concur in a like 
finding in Norcross Marble Co. vs. B. & O., 153 I. C. C. 105. 

Commissioner Brainerd concurred in the finding except the 
one to the effect that the failure to publish and apply the lower 
rate named resulted in damage. He said it was difficult for him 
to see how the complainant could have been damaged by that 
failure to publish and apply the lower rate when the higher rate 
was not unreasonable. 

Commissioner McManamy, dissenting in part, said he could 
find nothing in the report which would justify a finding for the 
future differing from the finding for the past. He thought the 
rates excessive. Commissioner Eastman concurred in that ex- 
pression and Commissioner Aitchison noted a dissent in part. 


COMMISSION REPORTS 


Coal 

No. 23652, Rathkamp Brothers Co. et al. vs. N. & W. et al. 
By division 4. Upon further hearing, findings in prior report, 
179 I. C. C. 25, modified so that it now stands as a finding by 
the Commission that the rates on coal, mines in Kentucky, 
and the Virginias to Kennedy Heights, O., within the corporate 
but not the switching limits of Cincinntai, O., will be unduly 
prejudcial to the complainants at Kennedy Heights and unduly 
preferential of their competitors within the switching limits of 
Cincinnati to the extent the rates exceed those to Cincinnati. 
New rates to remove the undue preference and prejudice to be 
effective not later than July 7. 


Sand and Gravel 


No. 24850, B. G. Coon Construction Co. vs. Pennsylvania 
et al. By division 3. Rate, sand and gravel, Carpenterville, 
N. J., to Sandt’s Eddy, Pa., unreasonable to the extent it ex- 
ceeded 80 cents a net ton. Reparation awarded. 


Grain and Products 


No. 24996, D. A. Stickell & Sons, Inc., vs. Alton et al. By 
division 2. Dismissed. Combination rates, grain and grain 
products, points in Illinois, Indiana, Ohio, Kentucky, Tennessee, 
Missouri and Iowa to Spring Valley, N. Y., and Ramsey, Mah- 
wah and Westwood, N. J., transited at Hagerstown, Md., not 
unreasonable. 

Asphalt 

No. 25131, Interstate Amesite Co., Inc., vs. B. & O. By 
division 2. Dismissed. Rate, asphalt, in tank cars, and in 
drums in carloads, Canton and Wagners Point, Md., to Martins- 
burg, W. Va., not unreasonable. 


Molding Sand 
No. 25327, Creamery Package Manufacturing Co. vs. B. & M. 
et al. By division 2. Rate, molding sand, Schuylerville, N. Y., 
to Fort Atkinson, Wis., found inapplicable. Applicable rate 
found to have been 24 cents. Reparation of $20.98 awarded. 
Commissioner Tate dissented. 


Molding Sand 


No. 25349, Allen Manufacturing Co. et al. vs. L. & N. et al. 
By division 3. Dismissed. Rates, molding sand, points in Indi- 
ana and Ohio to Nashville and Franklin, Tenn., found applic- 
able and not unreasonable. 


Newsprint Paper 
No. 25074, Kalamazoo Stationery Co. vs. B. & O. et al. By 
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periods and those which would have accrued at the rates before 
named, and that they were entitled to reparation, with interest. 

The rates named in the preceding paragraph were the com- 
binations, based on various junctions, which the Commission 
It treated them as the rates which had 
It said the record did 
not warrant the establishment of lower rates for the future. 
The report said the complainants sought a rate of 80.5 cents 
A joint commodity rate of $1.20 was charged. 

The tariffs publishing that rate contained a provision to 
the effect that rates named therein would be reduced to the 
sum of any lower combination of intermediates that might be 
Publication of this provision, the report said, 
was a holding out by the defendants of a promise to apply the 
aggregate of intermediate rates in effect from McCook to Los 
It followed, continued the report, that 
reparation should be awarded to that basis, regardless of the 
level of the rates, citing in support of that proposition Harris- 
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division 3. Dismissed. Rate, newsprint paper, in rolls, carloads 
Chicago, Ill., to Kalamazoo, Mich., not unreasonable. Commis. 
sioner Brainerd dissented. 


Beet Sugar 


No. 25100, Alabama Grocery Co. of Huntsville, Ala., et al. ys. 
A. T. & S. F. et al. and No. 25665, A. Z. Bailey Grocery Co. » Ine, 
vs. C. B. & Q. et al. By division 3. Rates, beet sugar, carloads 
points in Nebraska, Colorado and Wyoming to Sheffield, Fior. 
ence and Huntsville, Ala., unreasonable to the extent they eX 
ceeded or may exceed 83 centd to Sheffield and Florence and 8 
cents to Huntsville from Bayard and Gering, Neb., Eaton, Long. 
mont, Fort Collins, Fort Morgan and Lupton, Colo., Torrington 
and South Torrington, Wyo., and Swink, Colo., points involved 
in the title complaint. In No. 25665, the rates from Eaton, Fort 
Collins and Mitchell, Neb., to Decatur were found unreasonable 
to the extent they exceeded or may exceed 86 cents, all rates 
based on a minimum of 60,000 pounds. The Commission sgajq 
that to the rates found reasonable might be added the present 
authorized emergency increases. New rates are to be effective 
July 6. Reparation awarded. Commissioner Brainerd, dissent. 
ing, said that the rates applied were on the usual basis, lowest 
combinations on the river crossings, and that the record was 
wholly inadequate to serve as a basis for prescribing a rate 
structure which would eventually apply over a wide territory, 


Cement 


No. 24717, Southern Cement Co. vs. A. G. S. et al. By divi- 
sion 2. Rates, cement, North Birmingham, Ala., to destina- 
tions in official territory and Wisconsin and to points in Iowa 
and Missouri on the west bank of the Mississippi River, not 
unreasonable, on shipments that moved in accordance with 
shipper’s routing instructions. Seven Southern Railway cars 
found to have been misrouted. On shipments to Flint, Mich, 
Princeton, N. J., and Meadville and Safe Harbor, Pa., the Com- 
mission found that the applicable rates were 28, 47, 29 and 30.5 
cents, respectively. Complainant directed to submit Rule V 
statements and submit in connection therewth any informaaion 
available as to the carrier or carriers that were responsible 
for the misrouting in the report and as to the rates charged 
from North Birmingham to Safe Harbor in 1931. 


Gasoline 
No. 25386, Linderman Brothers vs. A. T. & S. F. et al. By 
division 2. Dismissed. Rates, gasoline, in tank cars, origin 
points in Kansas, Oklahoma and Texas to Prosser, Neb., not 
shown to have been unreasonable. 


Wooden Cores, Etc. 


No. 24424, Elmore Veneer Co. vs. C. M. St. P. & P. et al, 
and two sub-numbers thereunder, Kiel Wooden Ware Co. vs. 
Same, and J. W. Wells Lumber Co. vs. C. & N. W. et al. By 
division 3. Found that under defendants’ transit tariffs wooden 
cores should be treated as a product of the mill by transit 
operators in determining their percentages of production. 
Transit rules requiring the treatment of wooden cores as a 
product found unreasonable to the extent they prevent the 
treatment of wooden cores as waste when used as fuel wood 
at the transit point. Waiver of outstanding undercharges re 
sulting from the requirement that cores used as fuel at the 
transit point be treated as product authorized. Nontransit rates 
not unreasonable. Nontransit rates, saw logs and bolts, origins 
in Wisconsin and the upper peninsula of Michigan to Oconto and 
Kiel, Wis., and Menominee, Mich., not unreasonable. Found 
that a reasonable nontransit rate on logs and bolts, Chicagoan 
Mine, Mich., to Menominee, Mich., found to have been 6.5 cents, 
which rate is now in effect. Carriers ordered to revise theif 
transit rules not later than July 7. Commissioner Brainerd 
dissented. 


Sweetclover Seed 
No. 24768, Mitchelhill Seed Co. vs. A. T. & S. F. et al. By 
division 3. Dismissed. Complainant not shown to have paid 
the charges on carloads, sweetclover seed, on which it claimed 
reparation. Commissioner McManamy dissented. 


ST. P. & K. C. S. L. BONDS 
The Commission, in Finance No. 9839, St. Paul & Kansas 
City Short Line Railroad Co. bonds, has granted authority ‘0 
that company to issue not exceeding $220,500 of first mortgage 
gold bonds to be delivered, at par, to the Chicago, Rock Island 
& Pacific in settlement of a like amount of indebtedness to that 


company for advances for capital purposes. It has also author 
ized the Rock Island to assume obligations and liability, 
guarantor, in respect of the bonds. 

Commissioner Brainerd, concurring, said that in those cases 
where securities had already been issued equal to the full 
value of the capital assets he would ordinarily not be willin’ 
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to authorize the issuance of further securities based on such 
assets. To do so, he said, might result in possible deception 
of the investing public. This case, he said, was not an ordinary 
one. He said the securities authorized were not intended for 
gale to the investing public but were issued as evidence of a 
preexisting debt for the purpose of being pledged with the 
R. F. C. as part of the security required. 

Commissioner Porter dissented saying that this issue was 
representative of a type of financing he could not allow to go by 
unchallenged. He pointed out that the Commission had valued 
the property of the applicant at $24,000,000 and that it had 
already issued and had outstanding bonds secured by mortgage 
in the amount of $27,589,940, an amount $3,599,940 greater than 
the value determined by the Commission. He suggested that the 
amount of bonds now outstanding would be weakened in value 
py just the amount of the new authorization. 


A. C. L. BONDS 


The Atlantic Coast Line Railroad Co. has been authorized 
to procure authentication and delivery of not exceeding $742,000 
of series-A 44%4 per cent general unified mortgage 50 year gold 
bonds in reimbursement for capital expenditures, in Finance 
No. 9878, by division 4. The bonds will be held in the treasury 
of the company subject to further order of the Commission. 


G. H. & H. BONDS 


In Finance No. 9874, the Commission has granted authority 
to the Galveston, Houston & Henderson Railroad Co. to issue 
$1,061,000 of first lien and refunding gold mortgage bonds, 
series A, to be offered at par to holders of applicant’s first 
mortgage 5 per cent gold bonds, maturing April 1, 1933, in part 
payment of such bonds, and in addition thereto to procure the 
authentication and delivery of $1,591,500 of first lien and re- 
funding gold mortgage bonds, series A, $1,061,000 thereof in 
respect of the retirement of said first-mortgage bonds and 
$530,500 thereof in reimbursement of the applicant’s treasury 
for additions and betterments. 


Cc. I. & L. NOTES 


The Commission, by division 4, by order, has modified the 
first ordering paragraph of its order, dated Oct. 4, 1932, 187 
I. C. C. 581, so as to permit the Chicago, Indianapolis & Louis- 
ville to reissue, renew or extend, from time to time, the $750,000 
of promissory notes therein authorized. The modification was 
made so as to permit the carrier to renew the notes from time 
to time without coming to the Commission for such authority. 


WINDOW GLASS FROM SHREVEPORT 


Examiner Alfred G. Hagerty in No. 23606, Memphis Freight 
Bureau for Binswanger & Co. et al. vs. L. R. & N. et al., upon 
further hearing has recommended that the Commission find not 
justified the authority sought by the defendant carriers to main- 
tain rates on window glass from Shreveport, La., to Baton Rouge 
and New Orleans, La., on a lower level than like rates contem- 
poraneously authorized from the same point to Memphis, Tenn., 
for the purpose of meeting motor truck competition. This case 
was reopened on December 3, 1932, for a hearing on the peti- 
tion of the carriers filed on October 31, 1932, in which they 
sought a modification of the order made in this case on July 
18, 1931, 176 I. C. C. 797, so as to permit them for the avowed 
purpose of meeting truck competition to maintain rates on win- 
dow glass, carloads, from Shreveport to Baton Rouge and New 
Orleans on a lower level than like rates contemporaneously 
maintained and authorized from Shreveport to Memphis. The 
carriers, according to Hagerty, said that so far as they were 
advised or had been able to ascertain there was no movement of 
Window glass by motor truck from Shreveport to Memphis. 
Therefore, they argued, there was no reason for their maintain- 
ing less than the authorized maximum rate of 32.5 per cent of 
first class, or 47 cents for transportation from Shreveport to 
Memphis. 

According to Hagerty the carriers asserted actual knowledge 
of movement by truck of such traffic from Shreveport to New 
Orleans in quantities of 5,000 pounds and upward at a rate of 
38 cents. They further declared, according to Hagerty, that there 
were potential if not actual movement by truck from Shreveport 
to Baton Rouge at a rate of 35 cents. 

The petition and the allegations in justification of what is 
proposed were the result of the alternative order in Consolidated 
Southwestern Cases, 185 I. C. C. 357, permitting the carriers to 
depart from finding No. 27 in that case to meet “bona fide exist- 
ing or impending truck competition” without correspondingly 
decreasing the prescribed maximum rates between points where 
such competition did not exist. Examiner Hagerty said that in 
conducting the described transportation the carriers were asking 
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authority to discriminate preferentially in favor of the Louisiana 
cities and against Memphis when the comparable truck competi- 
tion in reaching all of those cities was proved to be substantially 
the same. He said the petition lacked merit and should be 
denied without prejudice or other effect however, against the 
privilege hereinbefore alluded to which left the carriers free 
to meet bona fide or impending truck competition without violat- 
ing section 3. 


PROPOSED REPORTS 


‘Potato Reparation 


No. 20728, Northwestern Potato Exchange, Inc., et al. vs. 
A. & S. et al. By Examiner W. H. Smith. Upon further hear- 
ing proposed to be found that complainant Harkrider-Keith- 
Cooke Co., is entitled to reparation on all shipments of potatoes 
as to which it paid the charges. The examiner proposed dis- 
continuance of the proceeding. 


Bituminous Coal 


No. 25268, Old King Coal Co. et al. vs. C. B. & Q. et al. 
By Examiner W. H. Smith. Rates, bituminous coal, mines in 
the Centerville (Iowa) district to destinations in Missouri, 
Kansas, Nebraska, South Dakota, and Minnesota, proposed to 
be found unreasonable to the extent that they may exceed 
rates in amounts a net ton by use of percentages of the Holmes 
& Hallowell scale to zones established in the western trunk 
line revision, as follows: To destinations in zone 1, 90 per cent 
of scale; to destinations to zone 2, 94 per cent; and to destina- 
tions in zone 3, 100 per cent 

The examiner says that for distances beyond 650 miles the 
rate of progression should be the same as shown in the Holmes 
& Hallowell scales for distances from 500 to 650 miles, distances 
to be computed over the shortest route over which carload 
traffic can be moved without transfer of lading. Destinations 
on the boundaries between zones 1 and 2 and between zones 2 
and 3 or a short distance beyond such boundaries the examiner 
said were to be considered in zones 1 and 2, respectively. He 
said that to the proposed rates the emergency charges should 
also be added. The examiner estimated that the revision would 
not cause material loss of revenue. He also added that the 
proposed decision did not contemplate that the present rates 
where lower than would result from the application of the basis 
should be increased. 

Sheep 


No. 25472, I. A. Braden vs. A. T. & S. F. et al. By Examiner 
Carl A. Schlager. Dismissal proposed. Rate, eight single-deck 
carloads, sheep, Mosquero, N. M., to Leoti, Kan., there fed in 
transit and reshipped to Kansas City, Mo., proposed to be found 
inapplicable. Applicable rates to and from Leoti proposed to 
be found not unreasonable. Examiner said that due to the 
failure of the complainant to comply with the transit rules 
a combination rate of 61 cents to Leoti and a rate of 35 cents, 
minimum 23,000 pounds, from Leoti to Kansas City were applic- 
able and resulted in undercharges. 


Wooden Tanks, Etc. 


No. 25624, Challenge Co. vs. N. Y. C. et al. By Examiner 
L. J. P. Fichthorn. Rates, tank material and wooden tanks, 
Batavia, Ill, to Mechanicville, N. Y., proposed to be found in- 
applicable as to some shipments. Applicable rates proposed 
to be found unreasonable as to some shipments but not other- 
wise unlawful. Examiner said the Commission should find that 
the rates charged on shipments of material on January 7 and 
April 5, 1930, and shipments of tanks on August 30, 1930, were 
applicable, that the rates charged on shipments of tank material 
on September 27 and December 9, 1930, and shipments of tanks 
on January 6 and April 5, 1930, were inapplicable and that the 
applicable rates thereon were 40.5 cents, minimum 34,000 
pounds, on the material, and 52.5 cents, minimum 36,000 
pounds, on the tanks; that the applicable rates were not in 
violation of the aggregate of intermediates part of section 4, 
but were unreasonable to the extent that the rates charged on 
material exceeded 40.5 cents, minimum 34,000 pounds, and on 
tanks that they exceeded 48.5 cents, minimum 34,000 pounds. 
Reparation of $212.58 proposed. 


Horses and Mules 


No. 25184, George Thompson et al. vs. B. & O. et al. By 
Examiner A. J. Sullivan. Rates, horses and mules, in straight 
or mixed carloads, points in Iowa, Montana, the Dakotas, and 
Wyoming, to destinations in official territory and Kentucky, 
proposed to be found unreasonable to the extent they exceeded 
or may exceed 115 per cent of the present fat cattle rates. New 
rates proposed, also reparation to the Sioux City Horse and 
Mule Co. 
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MAINE CENTRAL ABANDONMENT 


Examiner R. R. Molster, in Finance No. 9693, Maine Cen- 
tral Railroad Co. abandonment, has recommended that divi- 
sion 4 find that the present and future public convenience and 
necessity permit the abandonment by the applicant of the 
operation of parts of three branch lines in Washington, Frank- 
lin, Oxford and Somerset -counties, Me. The recommendation 
is that the Maine Central be permitted to abandon operation 
of parts of the Princeton branch extending from Woodland 
Junction to Princeton in Washington county, a distance of 
10.3 miles; of a branch line extending north from Oquossoc to 
Kennebago, 10.82 miles long, in Franklin and Oxford counties; 
and part of a branch line extending north from Austin Junc- 
tion to Kineo Station, extending 51.36 miles, in Somerset county. 
The examiner said that each of the segments covered by the 
application was operated at a considerable loss in 1930 and 
there had since been a further decline in traffic. He said that 
losses on the three segments marked for abandonment imposed 
an unwarranted burden on interstate commerce and that the 
applicant’s financial situation showed the need of severe 
economy. 


TOLEDO & WESTERN ABANDONMENT 


Examiner C. P. Howard, in Finance No. 9469, Toledo & 
Western Railway Co. abandonment, has recommended that divi- 
sion 4 permit the applicant to abandon, upon condition, part of 
its line in Lucas, Fulton and Williams counties, O., and Lewanee 
county, Mich., a distance of 43.3 miles. The part marked for 
abandonment extends from Allen Junction, O., to Pioneer, Mich. 
An examiner of the Ohio commission who participated in a 
joint hearing held by the Ohio and Michigan commissions recom- 
mended abandonment. The Michigan commissioner recommend- 
ed abandonment, upon conditions. The road, built as an electric 
passenger line, is owned by a company the stock of which is 
held 50-50 by the Wabash and the Willys-Overland Co. The line 
extends from Toledo, O., to Adrian, Mich., the part proposed to 
be abandoned forking from the line at Allen Junction to Pioneer. 
The condition proposed by’ the examiner is that the applicant 
sell the line or any part of it to anyone desiring to purchase 
for continued operation. The whole area served, the examiner 
said, is within from 15 to 68 miles of Toledo by improved high- 
ways. He said the residents and property owners would doubt- 
less sustain some loss from abandonment but he could not see 
prospect of sufficient traffic from them to make any material 
reduction in the losses heretofore incurred. 


NORTHWESTERN PACIFIC ABANDONMENT 


Examiner J. S. Prichard, in Finance No. 9736, Northwestern 
Pacific Railroad Co. proposed abandonment, has recommended 
that the Commission permit the applicant to abandon a part of 
its Point Reyes branch, 17.6 miles long, in Marin county, Calif., 
and that part of its Guerneville branch, extending from Duncan 
Mills to Cazadero, 7.2 miles in Sonoma county. The examiner 
said the record clearly showed that neither the present nor the 
prospective volume of traffic over the segments in question was 
sufficient to warrant their continued operation. 


Cc. B. S. CONSTRUCTION 


In Finance No. 9735, Coos Bay Southern Railway Co. con- 
struction, Examiner Thomas F. Sullivan has recommended that 
division 4 find that the present and future public convenience 
and necessity have not been shown to require the construction, 
by the applicant, of a line from the Eugene-Powers branch line 
of the Southern Pacific at North Bend, Ore., to the plant of the 
Sitka Spruce Pulp & Paper Co., near Empire, a distance of ap- 
proximately 5.5 miles. The proposal was to borrow $75,000 
from the R. F. C. for its construction. Sullivan said the esti- 
mates of tonnage and revenue to be obtained by the proposed 
line appeared to be based more on hope than upon any reason- 
able expectation. Construction of the line without a certificate, 
the examiner said, had been begun. The money from the R. F. 
C. would be used to complete it. 


REORGANIZATION OF RAILROADS 


In Finance No. 9922, the Minarets & Western Railway Co., 
Ltd., filed with the Commission a copy of a petition submitted 
to the federal court for the southern distrcit of California, 
northern division, asking to be allowed to reorganize under the 
terms of the amended bankruptcy law applying to railroads. 
It said that it was unable to meet its debts as they matured. 


It added that of its $1,388,000 of funded debt, $25,000 had 
matured. It asserted that it was in default of interest amount- 
ing to $76,340. Items of debt listed by it totaled about $106,000, 
of which the principal ones were $11,285 of vouchers payable, 
$6,247 of accrued interest and $12,095 of taxes and penalties. 
. The petitioning road said it could not present a plan of reorgani- 
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zation of its line, near Fresno, Calif., until the future operatio, 
of the Sugar Pine Lumber Co. was determined. The Souther 
Pacific, it said, owned its bonds. 

In Finance No. 9923, the Akron, Canton & Youngstown Raj. 
way Co. has filed its petition in the federal court for the north. 
ern district of Ohio, eastern division, for authority to effec 
reorganization. It said that on April 1 there became due q 
total of $99,500 in interest on its bonds and that it was witp. 
out funds to meet the obligations. In a sub-number, the Nort. 
ern Railway Co., which is owned by the A. C. & Y., also saiq 
it desired to reorganize in connection with the A. C. & Y. | 
said that it owed $62,500 interest on bonds. 


Cc. & W. I. BONDS 


The Commission, by division 4, by order, has assigned for 
further hearing Finance No. 9651, Chicago & Western Indiana 
Railroad Co. bonds, at a time and place hereafter to be fixed, 
The order was issued upon further consideration of the record 
and upon consideration of the petition, as amended, of the 
Archer Avenue Improvement Association for further hearing and 
the replies filed by the C. & W. I. and its proprietor companies, 
The testimony to be taken at the further hearing, according to 
the announcement of Commission, is to be restricted solely to 
the commercial value of the property purchased by the C. & 
W. I. from the Burlington South Chicago Terminal Railroad 
Co. under the agreement between them dated Oct. 16, 1928. A 
copy of the order setting ‘the case for further hearing has been 
served upon the applicants, the governor of Illinois and the 
Illinois commission. 


EXCESS INCOME REPORTS 


In Finance No. 3643, Brimstone Railroad & Canal Co. excess 
income, opinion No. F-5271, 189 I. C. C. 437-462, the Commission, 
by division 1, has found that that carrier for the last ten months 
of 1920 and the years from 1921 to 1925, inclusive, had recaptur. 
able excess net railway operating income of $122,577.40. The 
carrier has heretofore paid recapturable excess net railway 
operating income amounting to $42,642.21, leaving a balance 
unpaid of $79,935.19. That amount the Commission has ordered 
the carrier company to pay to it within ninety days of the 
service of the report. The recapturable excess net railway 
operating income was calculated upon a value, for rate-making 
purposes, of $385,000 in the last ten months of 1920, $430,000 
in 1921, $400,000 in 1922, $425,000 in 1923, $410,000 in 1924 and 
$390,000 in 1925. The amounts of recapturable income found 
were: $6,130.82 in the last ten months of 1920; $21,109.13 in 
1921; $42,128.61 in 1922; $37,393.39 in 1923; $13,798.15 in 1924; 
and $2,017.30 in 1925. The carrier ceased operation April 15, 
1931, under authority to abandon given by the Commission on 
Jan. 29, 1931. 

This report said that a summary of the tentative finding 
heretofore made showed excess net railway operating income 
of $520,871.21 to have been received in the recapture periods 
hereinbefore mentioned, but this was not sustained in the final 
report. The record, according to this report, confirms the tenta- 
tive conclusions that no excess net railway operating income 
was received by the carrier in the other years of operation 
beyond 19265. 

In Finance No. 3972, Utah Railway Co. excess income, opin- 
ion No. F-5-260, 189 I. C. C. 371-85, the Commission, by division 
1, has found that the carrier did not have excess net railway 
operating income in the calendar years 1921 to 1926, both inclu- 
sive, but that in the last ten months of 1920 it had recapturable 
excess net railway operating income of $86,912.51, based on 4 
value of $8,000,000. The Commission has directed the carrier 
to transmit that amount to it within ninety days from the 
service of the report. 

The Commission, by division 1, in Finance No. 3856, Nevada 
Northern Railway Co. excess income, opinion No. F-5270, 189 
I, C. C. 415-36, has found that the carrier did not have excess 
net railway operating income in the period between Sept. 1, 
1920, and Dec. 31, 1920, and the calendar year 1921. It found, 
however, that in the calendar years 1922 to 1927, inclusive, the 
carrier had recapturable excess net railway operating income 
totaling $633,998.46 and directed the carrier to transmit that 
amount to it within ninety days from the service of the report. 
The Commission found that in 1922 the carrier had recapturable 
net excess railway operating income of $13,891.83 based on 4 
value of $3,850,000; in 1923, $161,050.95 based on a value of 
$3,800,000; in 1924, $137,569.20 based on a value of $3,600,000; in 
1925; $136,174.03, based on a value of $3,625,000; in 1926, $112, 
903.41 based on a value of $3,525,000, and in 1927, $72,409.04 based 
on a Value of $3,475,000. 

The Commission inflated the net railway operating income 
for periods subsequent to July 1, 1923, sums ranging from $7, 
849.60 to $21,922.59 by finding that increases in the sums paid 
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py the railway company toward the maintenance of the Steptoe 
Valley Hospital after July 1, 1923, were unwarranted. The 
hospital, the report sak, was maintained for the benefit of 
employes of the railroad and of the Nevada Consolidated Copper 
Co., the owner of the stock of the railroad, but was used in the 
ratio of 85 to 15 by the copper company, whereas after July 1, 
1923, the expenses were divided, half and half, hence the deduc- 


tions. 


CIRCUITY RULE AND COMPETITION 


“The fourth section of the act and the procedure for pro- 
curing relief are serious handicaps to railroads whose very 
existence is threatened by unregulated or half regulated com- 
petitors,’” assert southwestern lines in their brief in behalf of 
fourth section relief, without the circuity rule, requested in 
fourth section applications No. 14712, on cotton linters, cotton- 
seed hull fibre and shavings to Texas ports; No. 14855, sugar 
from Texas points; and No. 14862, canned goods, cotton bagging, 
cotton bale ties and buckles in Texas. 

“Much of the difficulty can be removed by complete aboli- 
tion of the Commission’s circuity rule,” continues the brief, 
written by H. B. Cummins of the Texas-Louisiana Tariff Bureau, 
the tariff publishing bureau of lines in Texas and Louisiana. 

Relief requested in the applications is in connection with 
rates published to meet truck competition. After a fourth sec- 
tion application is filed, according to Mr. Cummins, the car- 
riers are required to wait for months and months for action by 
the Commission due to the great volume of work heaped upon 
the Commission by law. 

“And while the carriers are waiting for relief orders,” 
added Mr. Cummins, “their competitors, the trucks, proceed to 
get the traffic and entrench themselves in the scheme of com- 
merce against the carriers.” 

In the course of his argument Mr. Cummins points out that 
when the Commission devises a scheme of rates, such as has 
been the fact practically throughout the country, “all lines are 
required to establish and maintain” the prescribed rates, with- 
out any formula for determining what of the routes may later 
be subjected to limitations. 

“The first knowledge that a defendant in a maximum rate 
order has of the Commission’s theory of waste,” says the brief, 
“comes to him as an applicant for fourth section relief. His 
relief order nearly always contains the circuity rule, a rule 
that operates only upon applicants for fourth section relief.” 

Inasmuch as there was no opposition to the carriers’ appli- 
cations, the circuity rule, abolition of which was desired, at 
least in so far as these applicants were concerned, the brief 
was devoted largely to the circuity rule, which was assumed to 
2 yo to prevent waste in transportation. In part the 
rief said: 


It may not be the intent of the Commission to indulge in a left- 
handed administration of section 15 of the act by placing a maximum 
upon the length of departure routes in fourth section cases; but, this 
is the precise result of the circuity rule as presently applied. In other 
words, departure routes are denied the right to participate in com- 
petitive rates with relief when the length of their rails is a given dis- 
tance; but, no such restriction is imposed upon non-departure routes. 
Aside from the fact that this sets up a discrimination against one 
carrier and in favor of another, there is another anomaly in this ap- 
parent but unreal method of curbing waste. This further anomaly is 
the fact that the departure route of forbidden length may, if it elect 
so to do, meet the short-line or competitive rate and break down rates 
at intermediate points not only for his own railroad but for a number 
of other railroads. When the ‘‘cut back’’ process is employed as a 
means of clearing fourth section troubles, the net result is a greater 
dissipation of carrier revenues than would have obtained under fourth 
section relief sans the circuity rule. 

If our understanding of the purpose of the circuity rule is in- 
correct then we assert without fear of contradiction that, if the Com- 
mission’s purpose is not to lay a burden upon departure routes that 
~ a = — non-departure routes the inevitable effect and result 
S jus at. 


UNCONTESTED FINANCE CASES 


Third supplemental report and order in F. D. No. 8751, Southern 
Pacific Company bonds, further modifying order of April 16, 1931, 170 
I. C. C. 649, as modified by orders of July 25, 1932, 187 I. Cc. C. 139, 
and January 27, 1933, 189 I. C. C. 349, so as to permit (1) the sub- 
stitution of the applicant’s uncapitalized investment in certain floating 
equipment to the extent of $5,500,342.35, for a like amount of capital 
expenditures submitted as a part of the basis for the issue of $50,- 
000,000 of 50-year 41%4 per cent gold bonds, and (2) the pledge and 
repledge, as collateral security for short-term notes, of $4,935,000 
of Morgan’s Louisiana & Texas Railroad & Steamship Company main 
line, first-mortgage 7 per cent bonds and $1,494,000 of Morgan’s Louisi- 
ana & Texas Railroad & Steamship Company, Alexandria extension, 
first-mortgage 6 per cent bonds, conditions prescribed (provided, how- 
ever, and the authority herein granted is upon these express con- 
ditions (1) that the applicant shall maintain its investment in said 
oating equipment so that, at all times during which any of the 
Said 50-year 4% per cent gold bonds shall be outstanding, the cur- 
rent market value of said floating equipment will be in excess of 
$5,500,342.85; and (2) that, prior to the pledge of the said Morgan’s 
juisiana & Texas Railroad & Steamship Company bonds, the ap- 
Dlicant shall file with this commission its acceptance of said con- 
ditions), approved. 
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Report and order in F. D. No. 9868, authorizing (1) the Boston & 
Albany Railroad Company to issue $7,000,000 of refunding bonds of 
1933 to be delivered to the New York Central Railroad Company in 
discharge of obligations incurred by lease agreement; and (2) the 
New York Central Railroad Company to assume obligation and lia- 
bility as guarantor in respect of said bonds, approved. 


TRANSPORT LEGISLATION 


The Trafic World Washington Bureau 


A hearing on the Rayburn-Dill bills dealing with sections 
5, 15a and 19a of the interstate commerce act (S. 844 and 843) 
was held by the Senate interstate commerce committee April 5. 

No further hearings on these bills as such will be held by 
the committee, according to Senator Dill, chairman, but they 
may be made the subject of further hearing in view of the fact 
that the measures are to be included in President Roosevelt’s 
transportation legislative program on which hearings will be 
held. 

Commissioner Eastman was the principal witness. He 
explained the purposes behind the rate-making, recapture and 
valuation bill (S.843) and the railroad consolidation-holding 
company bill (S. 844). Alfred P. Thom, associate general counsel 
of the Association of Railway Executives, spoke briefly in behalf 
of a change in the holding company bill, and H. W. Wills, secre- 
tary of the Philadelphia Board of Trade, submitted a statement 
in opposition to that part of the consolidation-holding company 
bill which he said reenacted provisions of the transportation act 
providing for promulgation of a plan by the Commission. He 
said he was opposed to the Commission’s plan calling for alloca- 
tion of the Reading-Jersey Central group in the Baltimore & 
Ohio system, No. 5, and that those for whom he spoke wished 
the independence of the Reading and Jersey Central to be main- 
tained. 

Mr. Thom asked that in the part of the consolidation-holding 
company bill providing that unifications of railroads of whatever 
kind should be found to “be in harmony with and in furtherance 
of the plan for the consolidation of railway properties estab- 
lished pursuant to paragraph 3” the language be changed to 
provide “in harmony with the laws of the United States then 
in force relating to the subject.” He said this was desired 
because at the proper time the railroad executives proposed to 
submit suggested revision of the consolidation provisions of the 
law and that, therefore, if the law might be changed as the result 
of their representations, the language suggested for the pending 
bill would meet the situation. The executives have advocated 
revision of the consolidation law relieving the Commission of 
the duty of preparing a consolidation plan to which consolida- 
tions must conform. 

In opening the hearing Chairman Dill explained that copies 
of hearings on the bills before the House committee on inter- 
state and foreign commerce, which has favorably reported them 
to the House, had been distributed to members of the Senate 
committee and that it was desired to hold only a brief hearing. 
When he asked if there were any who desired to oppose either 
measure, Mr. Wills was the only one present who responded. 

Commissioner Eastman reviewed the arguments in support 
of the bill substituting the new rule of rate-making for that 
contained in section 15a, repealing recapture retroactively, and 
revising the valuation act so as to relieve the Commission of 
the duty of making current valuations of each railroad. 

To March 15, 1933, said the Commissioner, money paid into 
the Commission’s recapture fund, with interest accumulations, 
totaled $13,124,819. He explained that most of the payments 
made by railroads had been made under protest and that the 
fund was not available therefore for the purposes provided by 
the act. 

Revealing the status of the Commission’s recapture work, 
the commissioner said there were now 251 recapture cases on 
its program, involving estimated recapturable excess income of 
about $126,000,000. 

Referring to the list of estimated recapture liabilities of 
railroads submitted to the House committee on interstate and 
foreign commerce at the hearings held on the Rayburn bills in 
January and February, 1932, Commissioner Eastman said the 
list had been rechecked and that as of the end of 1931 the 
estimated liabilities totaled $342,239,639. -The former estimate 
was about $360,000,000. He submitted the revised list to the 
committee. He explained that the estimates were rough, that 
they did not necessarily represent the sums that would be found 
due by the Commission and still less what the courts might 
find due. 

Very few roads would be in the recapture class for the 
year 1931, said Mr. Eastman. 

Discussing the rate-making rule of section 15a and the pro- 
posed substitute in the Rayburn-Dill bills, the commissioner said 
section 15a was based on an unsound theory. He said that 
under it rates would be increased in bad times and decreased 
in good times, whereas the sound basis would be to permit car- 
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riers to build up a surplus in good times to aid them in bad 
times. 

Chairman Dill pressed the witness for an explanation of 
the part of the rate-making bill providing for retroactive repeal 
of recapture. The commissioner said he was in favor of retro- 


Apt 
—_— 


carriers and accompanying the report, E. G. Buckland, Presiden 
of the Railroad Credit Corporation, submitted the follo 
statement showing the corporation’s resources and the applic, 
tion thereof through March 31, 1933: 


net 
amo’ 


active repeal as was the Commission and pointed out that roads Resources: Smet 
in the recapture list of the Commission were now in great finan- ee eee reported by participating carriers. 1 a ae 
cial difficulties in illustration of his point as to the unfairness on Tax 
of the law that would take away money earned in good times ——___ Net 
but which did not take into account deficits in bad times. As @ Application: $66,743,cy al Ope 
practical matter, he informed the committee in effect, it would Loans 
be difficult if not impossible for the government to get any 
recapture money out of the railroads in view of their depressed Net outstanding 
condition. He suggested that the only way for them to pay in Reserved for tax payments, etc Tote 
some cases would be for the carriers to borrow from the Recon- Acoounts receivable and accrued items a 
‘ s Expense of administration Tax 
struction Finance Corporation to pay the amounts that might be sitecaomieal Net 
found due. $62,582,197 Ope! 
Railroad Salaries 3 tne sa 
Chairman Dill and other members of the committee evinced lta Bia co, 
interest in salaries of high rail officials, the chairman asking 
whether cuts were being made. Commissioner Eastman revealed RAILROAD EARNINGS 
pon a Sr — agen — og ee ao to Class I railroads of the United States for the first two rail 
= : i . a ~ Pg .~ _ on os —s vctia es ie months of 1933 had a net railway operating income of $23, ae 
ore cna “ soe a vn sorta ee ae sa a oC . 211,198, which was at the annual rate of return of 0.76 per cent 
i ao ret : ~ “a the a 1 - as ping = a - on their property investment, according to reports filed by the Fre 
mission intends to bring that information up to date. e com carriers with the Bureau of Railway Economics. In the first il 
missioner said reductions in salaries had been made but he did two months of 1932, their net railway operating income was ra 
not know to what extent since the last report. Senator Dill $39,966,741 or 1.08 per cent on their property investment sev! 
said he had received letters from railroad employes complain- according to the bureau, which adds: : mal 
ing that they were dismissed from service while high railroad : 
officials continued to receive large salaries. Not defending high Property investment is the value of road and equipment as shown out 
salaries, the commissioner explained, however, that the salaries ?¥ Aa fA ie Ge oe oe the 
of officials played a small part in the total expenses of the of operating expenses, taxes and equipment rentals but beadinne soseae bl 
carriers. He indicated he thought that no doubt some salaries and other fixed charges are paid. andl 
were too high. , Rca peng ssn ag as to — for the first two months of 1933 
, ; bas i i 
Commissioner Eastman showed that if an average of net per 240,718 miles. a a ae © a ne © One mal 
railway operating income were struck for the 14-year period since $437 onan a oun ae om re Seat 4 months of 1933 totaled ’ 
" : ° ,633,202, compared w ,881, or the same period in 1932, 
recapture had been provided for in the law only twenty-three or a decrease of 18.2 per cent. Operating expenses Ry the first two giv 
roads would be left with excess earnings, estimated at $148,447,- months of 1933 amounted to $352,039,086 compared with $434,582,742 for 
855. He then pointed out that the bulk of that total estimate the some pories ~“ 1993, so a Seeonne of 19 per cent. may we 
was assignable as follows, in round numbers: Chesapeake & ,,, yo,05% 1 Tallroads in the frat two months of 1933 paid $43,746,26) ml OF 
Ohio, $59,000,000; Norfolk & Western, $37,875,000; Duluth, Mis- decrease of #8 per cent.’ For the month of Webrnary alone whe we et 
sabe & Northern (U. S. Steel road), $13,700,000; Virginian, $6,- bill_of the Class I railroads amounted to $21,726,781, a decrease of C00 
600,000; Elgin, Joliet & Eastern (U. S. Steel road), $2,500,000; way obo yh aaa _ ie altetit ion 
and Bessemer & Lake Erie (U. S. Steel road), $7,600,000. Mr. ,, y-four Class I railroads failed to earn expenses and taxes con 
’ RNs the first two month f 1933, of which 18 w a 
Eastman said he would not object to recapture being enforced in the Southern and Pgh rg lRmongy ple the Eastern, 14 of 
against the steel roads but he did not see how an exception Class I railroads for the month of February alone had a net rail- M. 
from retroactive repeal could be made as to them. Even the eS — . — = = ae ee was * » sta 
steel roads were not earning their operating expenses now, he fp fepruary. urn OF ¥.0L per cent on thelr property imvescment. Pre 
’ y, 1932, their net railway operat 21,655,333 
said. or 1.35 per cent. li ne ee ” ley 
It was the Commission’s view, said Mr. Eastman, that to Gross operating revenues for the month of February amounted to of 
attempt to recover excess earnings in the past would not be 711,612,905, compared with $263,519,800 in February, 1932, a decrease ery 
“worth the candle.” of 19.7 a So sscs recuse’ > in tag = gee $170, 863,718 Se 
° compared w ,166, in e same mon n 1932, or d e 
As to the steel roads he said he thought they should be of 17.9 per cent. ae 2. tio 
separated from the steel industry and that that question was Eastern District ? 
now in court in the E. J. & E. case. Class I railroads in the Eastern district for the first two months . 
The question of the recapture fund being used to refund in ose had 7 net ow operating income of $26, 102,816, which was os 
Vv : ) a e annual rate of return of 1.84 per cent on their property invest- 1 
pgp gy ee wd F ge Willis, of a ment. For the same period in 1932, their net railway operating in- Fr 
ity, was discussed. e commissioner did not see tha € come was $28,702,281 or 2.02 per cent on their property investment. 
money could be used for that purpose. Gross operating revenues of the Class I railroads in the Eastern dis- 
; trict for the first two months of 1933 totaled $230,055,348, a decrease Co 
Holding Company Bill of 17.2 me or correapenting period in 1932, while operating in 
expenses totale , 185,174, a decrease of 19.9 per cent under the 
Commissioner Eastman explained that the purpose of the same period in 1932. - ra 
consolidation-holding company bill was to give the Commission Class I railroads in the Eastern district for the month of February Li 
complete control over unification of railroads. He referred briefly sie-978 (a wae aged income of $12,583,225 compared with in 
to the Van Sweringen and Pennsylvania holding company opera- aa = besten District th 
tions in discussing how holding companies could defeat the con- Class I railroads in the Southern district for the first two months ” 
trol of the Commission under existing law. He said the bill cov- of 1933 had a net railway operating income of $6,060,045, which was 
ered acquisitions in the past and that the Commission could . — Bn pee = er! Dg fey = ews property invest- sa 
; r same peri n 1 § eir net railway operating in- r 
agen a, Rage teh ys Bg cot Rg ped ont come amounted to $3,420,076, which was at the annual rate of return t 
° : of 0.65 per cent on their property investment. Gross operating reve- 
Mr. Thom, Mr. Eastman said that, offhand, he saw no objection ues of the Class I railroads tn net Ly ggg meen, for the first twe ” 
mon in amounte Oo ,614,304, a decrease of 12.5 per cen 
but reserved final judgment. under the same period in 1932, while operating expenses totaled $47,- w 
—_ = . of 18.4 per cent. eee 
R. C. C. REPORT ot “es = s in the Southern district for the month of February re 
y operating income of $2,943,493 a th $2,- 
According to the monthly report of the Railroad Credit Hon, 321 in February, 1932. : ae. fs 
Corporation, filed with the Commission, that corporation had Western District 
at March 31, 1933, either actually made or authorized loans Class I railroads in the western district for the first two months te 
to railroads to meet their fixed interest obligations totaling $62, in 1933 had a net railway operating deficit of $8,951,663. For the same a 
314,518. Of that amount, $56,522,706 represented loans actually ptm Seemeun of wan sais, ean at te aan Suis ut tora of 
outstanding, $1,246,312 had been repaid, leaving a balance of of 0.07 per cent on their property investment. Gross operating rev 
$4,745,500 to which the corporation is committed. png eh Eg RB Be ge AOE 
, mounte ts) ,963,500, a decrease 0 
Reported rate increases, under Ex Parte 103, according tO 91.8 per cent under the same period in 1932. while operating ex- D 
the report, totaled $65,935,866 for the thirteen months ended ponesn totaled ng tl a decrease of 18.0 per cent compared with D 
January 31, 1933, and amounted to $4,310,157 in January © Se pers & R 
’ . For the month of February alone, the Class I in the 
In a letter addressed to chief executives of participating western district reported a net operating deficit Te erent 86. The E 
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ailway operating income of the same roads in February, 1932, 
net unted to $1,975,570. 


CLASS I RAILROADS—UNITED STATES 
: Month of February 


Per cent 
1933 1932 decline 
Total operating revenueS............. $211,612,905 $263,519,800 19.7 
Total operating expenseS............. 170,863,718 208,166,526 17.9 
MAXOB ssccceccccccscescsccecsscscceecs 21,726,781 24,082,710 9.8 
Net railway operating income........ 9,854,882 21,655,333 54.5 
Operating ratio—per cent............ 80.74 78.99 
Rate of return on property investment 0.6% 1.35% 
Two months ended February 28 
Per cent 
933 1932 decline 
Total operating revenues............. $437,633,202 $534,881,748 18.2 
Total operating expenses............ 352,039,086 434,582,742 19.0 
MED: 5o.s:sinis Seid/ss bse enh 055.649 oee'e diorns 43,746,269 47,974,080 8.8 
Net railway operating income........ 23,211,198 32,866,741 29.4 
Operating ratio—per cent............ 80.44 81.25 
Rate of return on property investment 0.76% 1.08% 


THE RAILROAD PROBLEM 


The Trafic World Washington Bureau 


The first general conference on a plan for dealing with the 
railroad problem was held with President Roosevelt in the 
executive offices of the White House the afternoon of April 1. 

At the conference with the President the plan proposed by 
Frederick H. Prince, of Boston, providing for grouping of the 
railroads of the country into seven systems under lease to 
seven operating companies, was outlined by Commissioner East- 
man, of the Commission. 

The plan for appointment of a federal railroad coordinator 
outlined in The Traffic World of April 1 also was placed before 
the conference. 

The indications were that a federal coordinator plan prob- 
ably would be forthcoming shortly. 

Secretary Roper, who was authorized by the President to 
make a brief statement after the conference, said that several 
plans had been submitted and that further conferences would 
be held before there would be crystallization of the plan to be 
given out. He said the Prince plan, providing for regrouping of 
the railroads into seven systems; the plan for a federal co- 
ordinator and regional coordinators; a modified coordinator plan 
submitted by the railway executives and a further modified 
coordinator plan and other suggestions were submitted. 


The White House announced that the participants in the 
conference were: Madam Secretary Perkins, of the Department 
of Labor; Secretary Roper; Commissioner Eastman; Walter 
M. W. Splawn, special counsel to the House committee on inter- 
state and foreign commerce; A. A. Berle, Jr., adviser to the 
President; Carl Gray, president of the Union Pacific; J. J. Pel- 
ley, president of the New Haven; F. E. Williamson, president 
of the New York Central; Henry Bruere, president of the Bow- 
ery Savings Bank of New York City; Raymond Moley, Assistant 
Secretary of State; Philip Stockton, president of the First Na- 
tional Bank of Boston; F. H. Prince, of Boston, author of the 
Prince plan; Robert Jackson, counsel for Prince and secretary 
of the Democratic national committee; A. F. Whitney, chair- 
man of the Railway Labor Executives’ Association; Donald R. 
Richberg, counsel for the railroad labor organizations, and 
Fred N. Oliver, counsel for railroad security owners. 

Two railroad conferences were held at the Department of 
Commerce April 3. At one of them representatives of various 
interested groups considered the proposals for dealing with the 
railroad situation. At the other A. F. Whitney, of the Railway 
Labor Executives’ Association, who also at times participated 
in the other conference, and a large delegation of officers of 
the standard railroad labor unions and brotherhoods, discussed 
the situation with Secretary of Commerce Roper. 

After the conference with Secretary Roper, Mr. Whitney 
said the secretary had been informed that the position of rail- 
road labor was that before any plan should be adopted there 
should be an investigation of the capital structure of the rail- 
roads. 

“We think that some of these railroads must go through the 
wringer,” said Mr. Whitney. ‘We also think that the interest 
rates on railroad securities should be reduced and that railroad 
security owners and savings banks should take steps in bring- 
ing that about.” 

The railroad labor leaders had not committed themselves 
to any plan, said Mr. Whitney, adding that, of course, they were 
against any plan that contemplated reduction in the number 
of railroad employes. 

Among those in the general conference were the following: 

F. E. Williamson, president, New York Central; Charles 
Donnelly, president, Northern Pacific; L. F. Loree, president, 
Delaware and Hudson; A. F. Whitney, president, Brotherhood of 
Railroad Trainmen; Donald Richberg, counsel, Railway Labor 
Executives’ Association; Charles Hansel, consultant engineer; 
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Horace H. Herr, secretary, National League of Commission 
Merchants of the United States; Thomas Creigh, The Cudahy 
Packing Co.; A. B. Barber, manager, transportation and com- 
munications department, U. S. Chamber of Commerce; Mark 
Potter; Dr. Splawn; A. Lane Cricher, chief, transportation divi- 
sion, Department of Commerce; Alexander H. Elder, Central of 
New Jersey; Fred N. Oliver, mutual savings banks association; 
H. G. M. Kelleher, representing Frederick H. Prince; J. W. 
Barriger, representing Frederick H. Prince; R. W. Jackson, rep- 
resenting Frederick H. Prince; Carl R. Gray, president, Union 
Pacific; Robert V. Fletcher, general counsel, Association of 
Railway Executives; Commissioner Eastman; J. J. Pelley, presi- 
dent, New York, New Haven and Hartford; Henry W. Clark, 
committee of directors of western railroads; C. A. Miller, assist- 
ant general counsel, American Short Line Railroad Association; 
William Guild Taussig, Scudder, Stevens and Clark, New York, 
N. Y.; George P. McNear, Jr., Toledo, Peoria and Western; 
William H. Watts, National Industrial Traffic League, and George 
R. Loyall, Norfolk Southern. 


The Prince Plan 


Mr. Barriger, one of the experts employed by Mr. Prince in 
connection with the preparation of the Prince railroad plan, 
before the conference April 3 made the following statement: 


A railroad which offers a competitive service at a standard rate 
between competitive points must maintain and operate elaborate plant 
facilities which at the present time can handle a greatly increased 
volume of traffic at a very nominal increase in operating expenses. 
This is the basis of the oft-repeated statement of railway executives 
that a moderate improvement in business will enable them to earn 
their fixed charges. Unfortunately the economic structure of the 
country is so interrelated with railroad credit that this improvement 
in business cannot occur until after the railroads commence to 
cover their charges. However, while the great trunk lines can look 
forward to no traffic increase from business improvement, this traffic 
increase, which can be made the source of a substantial net income, 
can be obtained by diverting the business now moving over the rails 
of parallel and duplicating lines and the latter retained on a basis 
adequate for handling the business of communities local to the lines. 

he sum total of the cost of handling the traffic thus relocated, 
which consists of the increment in expenses on the line on which the 
movement is concentrated plus the expense of operating the line from 
which it is taken on a basis commensurate with its requirements, is a 
substantially lower total than the operating cost of the two lines be- 
fore co-ordination of traffic. Such a plan to be sound must be adapted 
to peak traffic movement as well as to depression levels and study of 
main line capacity of the seven routes indicates that they will be 
amply able to carry prosperity traffic without congestion, especially 
in view of the great simplification of terminal operations. These and 
other basic operating principles are the fundamentals of the Prince 
plan which, when completed, will represent the most exhaustive sur- 
vey of traffic and transportation conditions in the United States ever 
attempted in a single study. The exact rearrangement of through 
routing, terminal operations, shop work and maintenance of way is 
being developed in complete detail and indicates the ye oy of re- 
ducing operating expenses by over $700,000,000 on the basis of 1932 
traffic and no change in wage rates. 

It is proposed that operating companies be formed to lease the 
properties assigned to the several systems and the net railway oper- 
ating income will be distributed among lessor companies in accord- 
ance with the proportionate contribution to the system of elements of 
earning power, traffic and value as determined by weighted averages 
over a 12-year period. It should be observed that capitalization is 
not a factor in determining the proportion of net income assignable 
to any company and accordingly water-logged companies would not 
be kept afloat unless the increased net railway operating income was 
adequate to give them earning power sufficient to cover all or nearly 
all their charges. Advances to cover moderate deficits might be made 
by the operating company to prevent financial embarrassment in the 
few cases where the lessor company’s proportion of the income proved 
inadequate. ; 

The allocation of lines among the various systems has been ar- 
ranged to provide two-line competition between the principal cities 
at the extremities of regions, but in the intermediate area competition 
is eliminated as far as practicable. It is believed that the standard of 
service for the entire system is definitely established by that developed 
through the competition over principal long distance hauls. 


« 


A summary of the Prince plan follows: 


The Prince plan proposes merging all railroads in the U. S. into 
seven large operating systems, with a view to complete consolidation 
within 15 years. The eastern region would have two systems, one domi- 
nated by the New York Central and the other by the Pennsylvania; 
the Southern region would have two, one built around the Illinois 
Central and the Southern and the other around the Atlantic Coast 
Line and the Louisville & Nashville; the western region would have 
three, one built around the Great Northern, Northern Pacific and the 
Milwaukee, one around the Union Pacific, the Northwestern and the 
Southern Pacific, and one around the Santa Fe, Missouri Pacific and 
Frisco. A smaller eighth system would be created out of the D. & R. 
G. W., D. & S. L., Nevada Northern and Western Pacific. 

Advocates of the plan consider that this represents the smallest 
number of systems that will retain competition for each major long- 
distance channel of traffic within regional groups but have pointed 
out that if it should be concluded that all competition must be done 
away with it would be a simple matter to merge into a single unit 
at a later date. The plan would give each of the eastern systems 
a line to Boston, the New York Central via the Boston & Maine and 
the Pennsylvania via the New Haven, and all of the other systems 
would criss-cross or protrude into the territory of others more 
or less. 

The plan contemplates a lease for 15 years of all Class I railroads 
to the seven operating companies and acquisition of the smaller 
earriers by outright purchase or exchange of securities. The oper- 
ating companies would pay as rental for the leased lines a proportion 
of the system net railway operating income representing its percent- 
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age contribution to the earnings, traffic and valuation of the system, 
as determined by a complicated formula representing weighted aver- 
ages covering the 12 years 1921 to 1932. Net railway operating in- 
come would be given 50 per cent weight, gross revenues and freight 
traffic 30 per cent, and an average of I. C. C. and market valuations 
20 per cent weight. 

For the first two years-companies not already in receivership 
would be advanced any deficiency between their share of the system 
net and the amount necessary to pay fixed charges and 1932 divi- 
dends, the money to be provided by loans from the Reconstruction 
Finance Corporation to the operating companies. After two years 
a company whose rental share was less than 80 per cent of its 
fixed charges would be expected to reorganize to adjust its capital 
structure to its earning power, but deficits of less than 20 per cent 
might still be advanced by the operating companies. 

Provision is also made for guaranteeing the principal of matur- 
ing obligations, with some limitations, of companies whose share of 
the net was sufficient to pay their fixed charges. 

The seven operating companies would be expected gradually to 
acquire the securities of the lessor companies by exchange for their 
own new securities. 

It is estimated that the coordination would make unnecessary 
about one-third of the railway employes but it is suggested that 
those furloughed as a result, pending a return of traffic, be com- 
pensated at the rate of one-half or two-thirds of the monthly rate 
for previous years, the compensation to be paid by the government 
but one-half to be repaid later by the operating companies. Savings 
are estimated at $743,000,000 a year on the 1932 basis, but more 
detailed studies are in progress. This would increase the net rail- 
way operating income to about $1,000,000,000 a year or 4 per cent 
on the investment, which would make possible an early resumption 
of dividend payments, 


The Prince plan, it was learned, was regarded in adminis- 
tration circles as not practical as an emergency measure and 
it was indicated that it was “out of the picture.” 

After the conferences held April 3 the consensus was that 
the administration’s federal coordinator plan would be ready 
for transmission to Congress in a few days. 

The coordinator and his assistants, it was indicated, would 
deal with such matters as so-called over-competition and cut- 
throat competition; the making of concessions by carriers to 
shippers to obtain traffic; and endeavor to eliminate allowances 
made by carriers so that shippers would have to pay for serv- 
ices rendered. Some service might be eliminated under the 
coordinator plan but it was stated that the intention was not 
to throw any considerable number of employed railroad men 
out of work. The objective, it was said, was to conserve earn- 
ings of the carriers and to strengthen their credit. It was 
believed, it was, stated, that these objectives could be obtained 
through the coordinator method. 


N. I. T. L. Views 


William H. Watts appeared at the general conference April 
3 in behalf of the National Industrial Traffic League. He urged 
that the Rayburn 15a-19a and holding company bills be in- 
cluded in any emergency program recommended by the Presi- 
dent. He also said the League was opposed to abolition of the 
Commission or the placing of the Commission in any govern- 
ment department under any reorganization plan. Mr. Watts 
explained that he appeared due to the absence from the city 
of R. C. Fulbright, chairman of the League’s legislative com- 
mittee. In his statement, Mr. Watts said: 


The National Industrial Traffic League is interested in the main- 
tenance of adequate, efficient and economical transportation at rea- 
sonable rates. It has always favored private competitive operation 
of the railroads under reasonable regulation. We are unalterably 
opposed to government ownership or operation of the railroads and 
to any plan which has such a purpose in view or contemplates such 
a result. 

We are opposed to regional and/or compulsory consolidations. 
We are likewise opposed to any substantial curtailment of existing 
Tail competition, or any. which. would take away from the ship- 
pers the right to route their freight. : 

The view has been repeatedly expressed by the League that 
there should be no policy of law for the purpose of exerting legal 
compulsion upon carriers to require them to merge their properties. 
Voluntary consolidations should be permitted only in cases where 
the Interstate Commerce Commission, after investigation, finds that 
such consolidations will not substantially lessen existing competi- 
tion and are otherwise in the public interest. No consolidation, uni- 
fication or control should be allowed without the approval of the 
Interstate Commerce Commission. 

If there is anything that is definitely fixed in the minds of the 
shipping public as a whole, it is that it is important that free 
competition among common carriers should be preserved. Commis- 
sioner Joseph B. Eastman recognized this attitude of the shippers 
when, in testifying before the House committee on interstate and 
foreign commerce on February 23, 1932, he said: 

“The seaboard ports, the interior communities and shippers in 
general are greatly interested in having well-balanced ——. 

= . esS...are Oo 

droporiance to 2 or 1s cOuntEY, t is recognize y 
H: at competition in service tends to progress and stimulates man- 
agement to its best endeavor to give economical, efficient and good 
service. As important perhaps, but not so readily understood or 
appreciated by the ordinary layman, is the advantage of having 
competitive rail systems, even where rates are regulated by public 
authority. The level of rates applying by rival routes, by rival ports, 
or to markets reached by goods from different centers of production 
are influenced in a healthy manner by competitive forces. 

In estimating what competition would be eliminated through 
consolidations a false picture is oftentimes presented by showing the 
large number of stations which are not at present directly served 
by two lines. There is, however, competition from the junction 
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points nearest such stations and the local stations benefit by this 
competition. 

7 In numerous cases there is cross-country competition, particularly 
in the case of agricultural products which are produced primarily 
off the line of railroad and in the competitive territory. Consolidg. 
tions which would eliminate such competition will certainly be againgt 
the public interest if the public knows how to interpret this interest, 


The right to route his o eight is of mable value to th 
shipper and Shippers have fren exDresce emSelVes, _ Witness 
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aleconomies would be involved through the eliminatig, 
Probably the short lines would suffer most. 


Effect Of Competition 

Theoretically the abolition of all competition would enable the 
carriers to substantially reduce the total cost of transportation, byt 
practically the shippers do not believe that this can be accomplished 
and their tragic experience with the notorious experiment made py 
the federal government during the World War period has demon- 
strated that under governmental operation any advantages to be hag 
through the elimination of competition are more than offset py 
losses to the public as well as to the government. The experiment 
not only cost the government more than_ $1,500,000,000 at a time 
when business was brisk, but it cost the industrial shipping public 
huge sums which can never be ascertained. 

For many years the advocates of an affirmative governmental 
policy with respect to railroad consolidations have loudly proclaimed 
the economies which could be achieved. There is no question but 
what many operating economies can be achieved through greater 
unification of terminals, pooling agreements with respect to certain 
classes of passengers and freight traffic, staggering of railroad train 
operations instead of direct duplication as at present and in other 
ways. 

But consolidation is not necessary to the accomplishment of these 
purposes. 

The same is true as to the elimination of unnecessary branch 
lines which have become unprofitable properties and hold forth no 
hope for the future. Mr. L. F. Loree has recently announced the 
results of a study on this subject. It is estimated that there are not 
less than 50,000 miles of line which under present day conditions can 
have no future whether as parts of consolidated regional systems or 
left as they are. The elimination of the enormous burden of sus- 
taining these branches and segments of existing systems is not 
necessarily dependent upon a regional plan of consolidation, but, 
on the other hand, could no doubt be much easier accomplished with- 
out further consolidation. 

The committees of the League studying this subject have for 
the last twelve years been examining the promises of operating 
economies incident to consolidations and have seen many theoretical 
computations which magnified the savings to fabulous sums. In 
each instance where the Commission has approved consolidations 
in whole or in part, it is significant to note that the broad economies 
expected have not been realized. Some little economies have been 
realized here and there, but on the whole the Commission itself has 
found that these are not such as to constitute a major factor in the 
transportation bill. 

It is also the opinion generally entertained by shippers that any 
regional consolidation plan will prove cumbersome and somewhat 
unwieldy and will relegate the shipper to a place so remote from 
the executive management that many benefits of the present system 
will be lost. One of the most pressing problems which the major 
systems have today is to try to get executive management closer to 
the individual shippers along the line. The larger the system, the 
more difficult becomes this problem. 

It will be recalled that shortly after the close of the world war 
over one hundred English railways were consolidated into four sys- 
tems. Several years ago a Royal Commission was appointed to in- 
vestigate the whole subject of transport, rail, highway, and water, 
and to “report what measures, if any, should be adopted for their 
better regulation and control, and, so far as is desirable in the public 
interest, to promote their coordination, working and development.” 

That Royal Commission has recently submitted a voluminous re- 
port, the first conclusion reading as follows: 

“It is not yet possible to give a considered opinion as to what 
extent, or in what directions, amalgamations (consolidations) have 
affected the railway companies either in the matter of economies 
or in that of services.’’ 

It would appear therefore that if after several years of experi- 
ence experts are not able to give a definite opinion as to whether 
consolidations are beneficial, the effect of the consolidations has not 
been marked, either in the matter of economies of operation or im- 
proved service to the public. 


Railroad Labor Views 


Mr. Whitney, for organized railroad labor, in a statement 
submitted to Secretary Roper, said the first requirement in 
any program for consolidating or coordinating railroads into 
a transportation system of maximum efficiency was universal 
compliance with the railway labor act which required carriers 
to recognize the right of employes to organize themselves and 
to designate their representatives for collective action without 
interference, influence or coercion by their employers. In part, 
the statement continues: 


Any coordination or consolidation program of wide extent as yet 
proposed will insure increased unemployment to the extent of from 
50,000 to 350,000 railway employes. There is no possibility of absorb- 
ing men deprived of work in new employments under present condi- 
tions, when we have over 12,000,000 unemployed workers, including 
over 800,000 unemployed rail workers. Therefore, unless the govern- 
ment is prepared to assume the responsibility for supporting these ad- 
ditional unemployed and their dependents, the government cannot 
justify federal assistance in creating this additional unemployment 
in the name of “economy.” No civilized government has yet proposed 
to promote mass starvation as a measure of ‘‘economy.”’ 

If any coordination or consolidation program is to be approved it 
must provide for the creation of additional employment to absorb the 
workers displaced. Two measures accompanying or preceding any 
“economy”’ program of coordination would aid in meeting this need: 

(a) A huge program of public works (using that term to include 
all kinds of projects financed through public credit) would inevitably 
increase traffic on the railroads and could be promoted to such an 
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xtent as to provide work for more men than would be displaced in 
‘be coordination of operations. — ’ 

(b) Because of deferred maintenance, railroad properties now re- 
uire extensive rehabilitation, which, together with practical and 
rofitable reconstruction work, modernization and improvement of 
railroad facilities for service, would justify the expenditure of at 
jeast $1,000,000, 000 during a period of coordination of operations, 
which would also increase employment on the railroads and in allied 
indusiries, substantially increase mass purchasing power and in- 
crease traffic on the railroads. 7 

(c) As a part of or supplemental to a public works program, the 
rehabilitation of industrial plants and large and small facilities of 
production and distribution would provide an object of useful ex- 
enditures Which, it has been estimated, could exceed $2,000,000,000, 
vnich if brought about through a national program of economic re- 
covery, would.furnish another means of increasing traffic on the rail- 
roads, increasing purchasing power in the communities and providing 
for the reemployment of enormous numbers of the unemployed. 

(ad) Therefore, any program for improving the efficiency and 
economy of railroad operations on a large scale should be accompanied 
or preceded by a national program for putting men to work, which 
would insure increases instead of decreases of employment on the 
railroads and elsewhere. Any programs of economy having as an in- 
evitable consequence reductions of jobs or wages which are not coun- 
teracted by programs insuring greater increases of jobs and wages 
will simply serve to deepen the depression and to hasten the day 
of complete economic collapse. : ; : 

Any program designed to produce economies in railroad operations 
must include definite and mandatory provisions for reducing the capi- 
tal obligations of the railroads, particularly the fixed obligations of 
interest on funded debts, obligations of leases whereunder bond in- 
terest and stock dividends are guaranteed, directly or indirectly, and 
other fixed charges which now burden the railroads with financial ob- 
ligation which cannot be and should not be met. In this connection 
it should be pointed out that the interests of insurance companies 
and banks in railroad bonds will be conserved by reductions of interest 
rates accompanied by increased security of principal. In fact, the 
ultimate institutional interests in railroad securities will be well served 
py scaling down interest, and even the face value of securities, if 
security values are solidified at levels from which they may be ex- 
pected to rise but will not be expected to fall. . 

There must be adequate consideration for, and protection of, com- 
munity interests in any program of consolidation or coordination. 
Drastic and far-reaching changes in the handling of traffic and the 
maintenance of transportation service will have destructive effects 
upon thousands of communities of an appalling nature. * * * 

If adequate and lawful employe representation is insured as the 
first essential in any program of coordination or consolidation then 
provision must be made for protection of the interests of the railroad 
employes, those now employed, those employed on part time and the 
unemployed, who must be returned to work in substantial numbers 
in any revival of business. These protections will include provision 
for payment of adequate wages and maintenance of proper working 
conditions, and adjustment of such rights as those of seniority, in- 
evitably invoived in any reorganization. * * * 

When the present emergency is past the time will be appropriate, 
as at the end of the war, to determine upon the future means and 
method of control. But if today the investors, the managers, and the 
employes of the railroads are agreed that the roads can no longer be 
operated as privately owned competitive systems and that a national 
program of coordination or consolidation is demanded to protect the 
interests of all concerned and to prevent disaster to all the people, then 
the federal government should have the courage, the vision and the 
plain common sense to cease consideration of half-way, ineffective 
measures. The government should waste no time attempting to com- 
promise interests and requirements which cannot be compromised, 
but should accept its responsibility to the American people, take over 
the control of the railroads, provide for the future determination of 
just compensation to the owners of private property, and bring about, 
through the direct exercise of federal authority as speedily as possi- 
ble, the efficient operation and the rehabilitation of our railroads as 
a national transportation system, designed and operated to furnish 
adequate transportation service at reasonable rates for the benefit of 
all the people. 


Views of Others 


Thomas Creigh, general counsel for the Cudahy Packing 
Co, emphasized the necessity of making a fundamental dis- 
tinction between items of capital investment and in the treat- 
ment of accounts and advances for operating expenses, includ- 
ing interest. He suggested that it would be a fundamentally 
wrong policy for the government to make large capital invest- 
ments in the railroads directly or for the purpose of taking 
over from life insurance companies, savings banks or others 
large blocks of the personal bonded indebtedness of the com- 
panies, asserting that such a policy would lead to government 
ownership of railroads. He illustrated his point by observing 
that the announcement of a policy for further farm relief by 
Means of issuing enormous new issues of government bonds 
for the purpose of obtaining assignment and liquidation of 
general mortgages was not, in his judgment, a sound or safe 
Way to give public relief. Both in the case of the railroads 
and in the case of the farm, said he, if a means could be pro- 
vided for the government to supply temporarily the amount of 
funds necessary so that when added to the net earnings of the 
debtors a sufficient fund would then be available so that the 
debtor could pay the interest on the mortgages or the coupons 
on the bonds, a real benefit would result. 

Mr. Creigh said there were a large number of govern- 
mental activities and expenses imposed on the carriers which, 
if mitigated or suspended, would in effect amount to additional 
het earnings to the carriers, and aid in the meeting of interest 
Obligations under the plan suggested by him. 

Colonel A. B. Barber, manager of the transportation divi- 
Sion of the Chamber of Commerce of the United States, sub- 
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mitted the statement of the board of directors of the chamber 
that was presented to President Roosevelt. 

Fred N. Oliver, appearing on behalf of mutual savings 
banks, said that the important feature of the coordinator plan 
was that it provided for study of the railroad problem by the 
coordinator and the making of recommendations as to further 
steps to be taken in solution of the problem. 

Donald Richberg, for organized railroad labor, presented the 
views of his clients along the lines of the statement made by 
Mr. Whitney to Secretary Roper. 

Mark Potter, formerly a member of the Commission, ex- 
pressed appreciation for the consideration that had been given 
the views of Mr. Prince. 

Clarence A. Miller, for the American Short Line Railroad 
Association, urged short line representation under the co- 
ordinator plan. 

Presidents Gray, Pelley, and Williamson entered into the 
discussion. They set out their views with reference to the 
necessity of effecting all possible economies consistent with 
just and reasonable service to the public. The executives also 
expressed the view that recommendations as to economies to 
be effected should be made by carriers to the coordinator. 

The statements were heard by the Roosevelt administra- 
tion committee composed of Secretary Roper, Commissioner 
Eastman and Dr. Splawn. 

David L. Behncke, president of the Air Line Pilots’ Asso- 
ciation, and Edward G. Hamilton, executive representative of 
the same association, were present. 

President Roosevelt expected in the middle of the week to 
have a conference with Secretary Roper, of the Department of 
Commerce, under whose chairmanship conferences on the legis- 
lation for a coordinator of railroads and reorganization of the 
executive departments had been held on April 6 or 7, with a 
view to going over the subjects mentioned. At the time he was 
expecting a call from Mr. Roper he had not in mind enough of 
the proposals that had been considered to make an outline of 
what might be adopted, not having read even a preliminary 
draft of what was expected to be placed before him by his 
adviser. 

However, it was definitely ascertained that any plan for 
the reorganization of the departments of government did not 
contemplate the subordination of the commission to any execu- 
tive department. Early reports of what the advisers had in 
mind were to the effect that the Commission was slated to 
become a bureau in the Department of Commerce. 


Another definite understanding on the eve of the conference 
between President Roosevelt and Secretary Roper was that the 
coordinator plan would tie in with the Commission. That was 
confirmation of an earlier and also authoritative understanding 
that the Commission would have power to suspend an order 
of the proposed coordinator in the event, barely conceivable 
to the makers of the coordinator plan, of that official proposing 
something which in the opinion of the Commission should be 
given further consideration before being made operative. 

Theodore Prince, of Theodore Prince & Co. of New York 
City, submitted to Secretary Roper a statement outlining a plan 
for dealing with the railroads. This plan was submitted to a 
Senate committee in 1919 and is modeled on the Federal Reserve 
Bank system. It provides for a federal railroad corporation with 
half a billion dollars of capital stock. All railroads would sub- 
scribe to the stock in proportion to their earnings and invest- 
ment. If they had no money, the government would lend them 
money. The bonds of the corporation would be tax free. The 
corporation would be under the supervision of a secretary of 
transportation who would have executive and administrative 
powers while the Commission would be restricted to exercise 
of judicial and quasi-judicial powers. The railroads would be 
operated by railroad officials under the supervision of the secre- 
tary of transportation. Representative Celler, of New York, was 
to incorporate the plan in a resolution. 

A delegation representing the National Highway Users’ Con- 
ference, headed by Alfred P. Sloan, Jr., president of General 
Motors Corporation, asked Secretary Roper April 6 that con- 
sideration be given to the views of those represented in the 
organization in working out the government’s transportation 
program. No detailed plan was submitted, but cooperation of 
the organization in formulation of any plan for coordination of 
transport agencies was offered. Reference was made to the 
recent report of the Joint Committee of Railroads and Highway 
Users, and conclusions reached therein. 

The delegation pointed out that, while there was agreement 
in principle as to regulation of motor carriers, the highway 
users had not agreed to rate regulation until sufficient data had 
been collected to indicate the desirability of such regulation. 
Alfred H. Swayne, vice-president of General Motors, said that 
the service of all transport agencies should be weighed and 
studied in an effort to so correlate them as to eliminate waste 
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and provide the most efficient form of transportation. The High- 
way Users’ Conference expects to submit data on the subject 
to Secretary Roper. 

Mr. Whitney and Mr. Richberg, of the Railway Labor 
Executives’ Association, called on President Roosevelt late April 
5. Mr. Richberg said the views submitted to the President were 
along the lines of those in the railroad labor statement sub- 
mitted earlier in the week to Secretary Roper. He said the 
federal coordinator plan was not adequate to meet the railroad 
situation. 


A NEWSPAPER PLAN 


An analysis of transportation ills and specific recommenda- 
tions for their cure are contained in a report of the traffic com- 
mittee of the American Newspaper Publishers’ Association, made 
public April 1. The association will hold its annual meeting in 
New York April 25. The committee is said to have been work- 
ing on its report for approximately a year. Central features of 
its “plan” are a reduction of regulatory restrictions to which 
the railroads are subjected, and advocacy of legislation that will 
give them the right to operate on the waterways and highways. 
Repeal of the fourth section of the interstate commerce act, 
withdrawal of the Commission’s authority to make reparation 
awards, permission to the railroads to make reductions in their 
rates on one day’s notice, and other changes are advocated. 

“One of the chief concerns of commerce and industry today 
is the orderly regulation of the different forms of transporta- 
tion and the manner in which such regulation shall be effected,” 
says the report. “It is generally recognized that the interests 
of the rail carriers, the predominating form, must be preserved 
and fostered, but, at the same time, the rights of the public 
must be protected by permitting competing forms, such as the 
motor truck and the inland waterway carriers, to live.” 

Many of the suggested remedies that have been offered, it 
asserts, have been mere generalizations. After referring to 
the declaration of policy of the railroads through the Association 
of Railway Executives, in which inroads of competing transpor- 
tation agencies on rail revenues were stressed, it asserts that 
the principal cause of the plight of the railroads is the depres- 
sion and consequent drying up of traffic. Growth of competing 
forms of transportation is said to be a secondary cause of 
unsatisfactory rail income: 

In a specific enumeration of remedies contained in the plan, 
it is asserted that many of the sections of the interstate com- 
merce act must be amended go as to relieve the Commission 
of the necessity of “enforcing archaic regulation,” to give the 
act more flexibility, and to allow the railroads more latitude in 
many important respects. 

Section 2, and subsection 1 of section 3, prohibiting unjust 
discrimination and undue preference, respectively, should be 
amended so that the Commission’s power to prescribe the man- 
ner of correcting injustices found would be taken away, it is 
asserted. Subsection 3 of section 6 should be amended, giving 
the carriers the right to make rate reductions on one day’s 
notice, but continuing the requirement that advance notice of 
thirty days be required of increases in rates, according to the 
report. 

Where proof of damages can be offered, the courts afford 
adequate protection for shippers seeking reparation, it is held, 
and the Commission’s right to make awards should be with- 
drawn, Valuation should be abolished, and consolidation provi- 
sions of the act are declared to be not broad enough. In the 
latter connection, provisions with respect to maintenance of com- 
petition are criticized. It is asserted that territorial consolida- 
tion is the only form of consolidation that promises any substan- 
tial reductions in railroad expenses and elimination of duplicat- 
ing services. A uniform basis for taxation of the railroads by 
the various states is recommended, as is a general revision 
downward of rail taxes. 

The financial structure of rail ownership is discussed, with- 
out any specific recommendation as to dealing with problems 
involved there being advanced. 

Highway transportation should be regulated to the extent of 
requiring financial responsibility on the part of operators, uni- 
form hours of service, registration of size, weight, speed, and 
condition of operation of vehicles, says the report, “but such 
attempted forms of regulation as will place motor trucks under 
the same supervisory rate and business regulation as the rail 
carriers is not in the public interest and would effectively stifle 
this form of transportation.” 

The railroads should have authority to make joint rates 
with truck lines, and to operate their own highway services 
where they would not be competing directly with their own rail 
services, it is stated. A new section should be added to the 
interstate commerce act prohibiting one form of transportation 
from stifling another form by carrying traffic at rates lower than 
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the out-of-pocket cost, the object of such low rates being to estab. 
lish a monopoly. 

No greater restrictions should be placed on inland Water. 
way carriers than those suggested for highway carriers, it is 
held. The Inland Waterways Corporation, operated by the 
government, should be sold or leased to a private operator a 
soon as practicable, the report concludes. 

The committee is composed of E. M. Antrim (chairman) 
H. L. Fairfield, Curtis B. Johnson, Earl McCollum, A. R. Mic, 
ener, and William L. McLean, Jr. 


C. OF C. AND TRANSPORT 


The Trafic World Washington Buroy 


The board of directors of the Chamber of Commerce of tly 
United States has approved a statement of principles it belieyg 
should be embodied in any plan for dealing with the railroag 
situation. 

The statement has been submitted to President Rooseve 
by President Henry I. Harriman of the chamber. 


The principles outlined by the chamber call for reasonable 
government support of railroad credit in the existing emer. 
gency; reduction of competitive wastes through cooperative 
efforts of railroad management and through voluntary consolida. 
tion, facilitated by public authorities; recognition of the re 
lationship between wages and adjustment of railroad rates t 
current economic conditions; and relief of the railroads fron 
hampering regulatory restrictions, involving a number of 
changes in the present transportation act. 


Contemplated action in railroad legislation, the chamber 
suggests, should take into account certain fundamental factors 
essential to protect all interests concerned. The statement, 
outlining the principles that should be followed to attain this 
end, reads as follows: 


1. Railroad transportation, like other business enterprises affected 
with a public interest, must continue to render service in bad times 
and under unprofitable conditions, whereas other industries are able to 
make much more effective economies in bad times and even to 
suspend operations altogether. Restrictions upon the railroads are 
illustrated by many cases of refusal of the public authorities to 
authorize abandonments of non-profitable service. Another illustra- 
tion is in the relative inflexibility of railway wage schedules. 

2. The government has special reason to assist in maintaining 
ailroad credit in this period of general credit stringency not only 
because of the degree to which the public interest is affected but also 
because of the large extent of public control over the carriers’ oper- 
ations that has existed and the failure of the regulating authorities 
to carry out the mandates of the transportation act in particulars 
vitally affecting the ability of the carriers to meet conditions of 
depression, 

3. Despite the difficult conditions, the railroads have thus far 
weathered the depression with a very moderate demand upon the 
Reconstruction Finance Corporation, total net loans being well under 
1% per cent of the carriers’ total valuation and only about one-half 
of their average annual net earnings after fixed charges, rentals 
and taxes during the years 1921-1931. Railroad deficits for the year 
1932, after fixed charges, rentals and taxes, were less than one pe 
cent of their valuation. This showing is largely due to large scale 
economies which have been instituted in many directions, railroad 
expenses other than taxes having been reduced to half of what they 
were in 1929. As a consequence each small upturn in traffic has been 
reflected in substantial improvement in earnings and it is generally 
accepted in transportation circles that, with an increase of 15 to 2) 
per cent in volume of business—that is, to levels well below those 
which existed in 1931—the financial problems of most of the carriers 
will disappear. 

4, All practicable further economies and improvements in railroad 
service consistent with the public interest should be applied. Railroad 
managements are alive to these needs. The chamber has repeatdly 
urged that they be relieved of hampering restrictions which interfere. 
Measures taken should have due regard for the interests of shippers, 
communities and carriers’ employes, as well as railroad security 
owners, in reasonable maintenance of competitive relationships and 
the established channels of commerce. The admirable development 
of railroad service since the war, its improvement in practically every 
particular and its responsiveness to shippers’ requirements are largely 
attributable to healthy competition among the different systems. 

Elimination of competitive wastes, the possibilities of which have 
been greatly exaggerated in some estimates, should not be carried 
so far as to result in impaired service to the shipper or other losses 
to those affected greater than any resultant savings. Voluntary 
consolidation, subject to approval of the public authorities, together 
with cooperative efforts of the carriers, offers the means for a very 
large part of such competitive waste elimination as is in the public 
interest. The chamber has repeatedly urged that public authority 
permit and facilitate such measures. 

Action of the government to promote these and other improve- 
ments in transportation conditions is different in character from 
the government’s quasi-judicial functions respecting railroads, parti- 
cularly those relating to rates. In any reorganization of federal 
agencies concerned with transportation these two types of government 
action should be clearly differentiated and the Commission form of 
dealing with the quasi-judicial problems should be preserved. 

The chamber’s membership has declared that railroad man- 
agement should make special efforts to accommodate rates to current 
economic conditions, and that regulating authorities should permit 
such rates to be promptly effective. If railroads had been permitted 
to accumulate surpluses in normal times they would now be in 4 
better position to reduce their rates in harmony with present de 
pressed — and the needs of shippers. But there is another 
serious obstacle, namely, the independent treatment of railroad wagé 
and railroad earnings. Yet the two are intimately connected, and 
their relationship should be recognized. 

The membership of the chamber is committed to further pril- 
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ciples which should be applied to remedy the railroad situation, includ- 
ing the following: : fi f 

(a) Revision of section lba of the interstate commerce act to 
simplify the rule of rate making. 
~ Retroactive repeal of the recapture clause. ; 

(c) Change in the valuation section to discontinue elaborate 
rocesses_and unnecessary work. ; ; 
P (d) Elimination of unnecessary and hampering railroad reg- 


ae 5) Modification of the long-and-short-haul clause to place upon 
the railroads responsibility for determining whether proposed rates 


7 easonably compensatory. . ; 

will Reduction of the periods for filing of reparation and under- 
harge claims, and restriction of reparations to actual damage. 

. (g) Legislation to allow railroads to operate water as well as 


arriers. . 
mone prompt adoption of these measures is of great importance. 


Additional proposals relating to the conditions of competition be- 
tween railroads and other forms of transportation are put forward in 

chamber committee report now before the membership for con- 
sideration at the coming annual meeting. : 

With proper treatment of the problems of regulation as outlined 
and with reasonable government support of railroad credit during 
the existing emergency, there is every reason to expect that the 
railroads will be a le to maintain and render their essential service 


to the public. 


OIL EXCLUSION AND PIPE LINES 


In a letter addressed to the governors of the seventeen states 
who, by proxy, except in the case of the governor of Kansas, 
participated in the recent petroleum conference, President Roose- 
yelt endorsed two of the conference’s recommendations on the 
transportation phase of the subject. He commended the recom- 
mendations looking to the exclusion from the privilege of trans- 
portation in interstate and foreign commerce of petroleum 
produced in violation of state laws; and divorce of pipe lines 
from other branches of the petroleum industry. He said he was 
prepared to recommend exclusion legislation. As to pipe line 
divorce, he expressed the opinion that legislation should be 
enacted at as early a date as possible. 

Exclusion legislation was recommended by the majority in 
the conference. Divorce legislation was advocated by a minority. 
The majority recommendation was made by a committee of 
fifteen acting for three groups in the major part of the confer- 
ence. The divorce legislation was proposed by a newly organized 
group calling itself the Independent Petroleum Association 
Opposed to Monopoly. The parts of the President’s letter 
endorsing the recommendations mentioned follow: 


The committee of fifteen in paragraphs A-3 and A-4 recommend 
certain action on the part of the federal government. I am of the 
opinion that the suggestion that the Congress pass legislation pro- 
hibiting the transportation in interstate and foreign commerce of any 
oil or the products thereof produced or manufactured in any state in 
violation of the laws thereof, is well considered. I am prepared to 
recommend such legislation to Congress as a contribution on the 
part of the national government toward the solution of the difficulties 
in which the oil industry finds itself. 

I also approve of the recommendation in paragraph A-4 of this 
report (suggesting more stringent enforcement of gasoline and pipe 
line tax laws.) om 

The report of the Independent Petroleum Association Opposed to 
Monopoly recommends ‘‘the enactment of emergency legislation by 
Congress divorcing oil pipe lines engaged in interstate commerce from 
other branches of the oil industry.’”’ I am of the opinion that this is 
a reasonable request and that such legislation should be enacted at 
as early a date as possible. 


On account of President Roosevelt’s approval of the petro- 
leum conference recommendation that pipe lines be divorced 
from other parts of the petroleum industry, Representative 
Disney, of Oklahoma, has reintroduced the proposal in the House 
of H. R. 4681, amending section 1 (8) of the interstate com- 
merce act. The bill makes it unlawful for any common carrier 
to transport any of its own products or any products which it 
owns or in which it has an interest with the exception of lum- 
ber. The paragraph proposed to be amended is the so-called 
commodities clause. Mr. Disney in introducing the bill said that 
any possible monopoly of the petroleum industry must depend 
upon the power 6f pipe line companies to grant or refuse to 
individual producers transportation of oil. This bill, he said, 
would eliminate that source of monopoly. 





RAILROAD WAGE CUTS 


A. F. Whitney, chairman of the Railway Labor Executives’ 
Association, issued a statement April 1 to the effect that the 
association had protested to President Roosevelt against alleged 
action taken or proposed to be taken by the Chicago, Rock 
Island & Pacific and the Illinois Central in the matter of wage 
reductions in violation of wage agreements and the railway 
labor act “and to evade the application of the national bank- 
ruptcy act.” 

“It is intolerable that railroads pursuing a policy of whole- 
sale breeches of contract and violation of the federal law should 
obtain assistance from the federal government in a deliberate 
course of law-breaking and law evasion.” 

The Rock Island, according to the Whitney charges, was 
issuing two pay checks to each employe, one for five-sixths of 
the legal wages and another for one-sixth of the legal wages 
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which was to be indorsed only to the treasurer of the Rock 
Island lines and employes seeking full payment of wages were 
required to request unqualified payment by a statement in writ- 
ing, giving their reasons. Whitney advised employes to hold 
checks for one-sixth of their wages and not to deposit them “but 
to await result of united protest of organizations to railroad and 
federal government with expectation that we will be able to 
insist upon compliance of contracts and with the law.” 

Following mediation between the Illinois Central and its 
employes by Edwin P. Morrow, member of the U. S. Board of 
Mediation, the carrier has decided, according to information 
received in Washington, not to make effective a plan calling 
for donation to the company of part of the regular pay due the 
men. It was contended that the proposal was in violation of 
the so-called Chicago agreement under which the railroad em- 
ployes agreed to a continuation of the 10 per cent deduction 
from pay checks. 

The Rock Island situation, complained of by the railroad 
labor organizations, it was understood, had not been brought 
to the Board of Mediation. 


NEW JERSEY LEAGUE ON COMMISSION 


Strong disapproval of any plan to disorganize or eliminate 
functions of the Interstate Commerce Commission, and ad- 
vocacy of maintenance of the Commission’s present status was 
voiced in a resolution adopted at the regular meeting of the 
New Jersey Industrial Traffic League March 30. The resolu- 
tion was sent to President Roosevelt, members of the interstate 
commerce committees of the House and Senate, and to the 
congressional representatives of the State of New Jersey. 
Samuel P. Beatty, president, presided. 

A similar resolution was also adopted by the Newark, N. J., 
Chamber of Commerce. 


SECURITIES AND RAILROADS 


R. V. Fletcher, general counsel of the Association of Railway 
Executives, appeared before the House committee on interstate 
and foreign commerce, April 5, at a hearing on proposed legisla- 
tion providing for federal regulation of traffic in investment - 
securities in interstate commerce. He asked that it be made 
clear that the bill would not apply to railroad securities which 
are subject to the jurisdiction of the Commission, and that the 
supervision of rail securities be centered in the Commission and 
that the Federal Trade Commission, which would have super- 
vision over other securities, have no supervision over rail 
securities, 


RAIL SAFETY BILL 


Representative Crosser, of Ohio, has introduced H. R. 4598, 
a bill to promote the safety of employes and travelers on the 
railroads and highways. 


SHORTER WORKING HOURS 


Representative Crosser, of Ohio, in H. R. 4597, a bill to 
establish a six-hour day for employes of carriers engaged in 
interstate and foreign commerce, has revived a proposal that 
was before Congress at the last session. 


RAIL PENSION BILL 


A railroad pension bill (H. R. 4596) has been introduced 
by Representative Crosser, of Ohio. 


COMMISSION ORDERS 


No. 25709, Michigan Valve & Foundry Co. vs. Alton et al. Wal- 
worth Co. permitted to intervene. 

No. 23922, Sub. 2, Coal Trade Association of Indiana vs. B. & O. 
et al., and cases grouped therewith. The order entered herein on 
January 24, 1933, which was by its terms made effective on or before 
May 4, 1933, upon not less than 30 days’ notice, is modified to become 
effective on or before May 4, 1933, upon not less than 15 days’ instead 
of 30 days’ notice. . 

Fourth Section Applications Nos. 14668 and 14671. Class and 
commodity rates by ocean-rail routes from Atlantic Seaboard terri- 
tory. B. & O.. C. of N. Z., D. lu = om H., Erie, L. N. E., 
L. V., N. Y. C., N. Y. O. & W., Pennsylvania, Reading, and W. Md., 
permitted to intervene, and are permitted to file exceptions to the 
proposed report in fourth section applications Nos. 14668 and 14671, 
and to be treated as parties to the application for purpose of these 


exceptions. 

No. 25690, Cities Service Oil Co. et al. vs. Alton et al. Standard 
Oil Co. (Indiana) permitted to intervene. 

No, 25800, Houston Cotton Exchange and Board of Trade et al. 
vs. A. & S. et al. New Orleans Joint Traffic Bureau, Little Rock 
Cotton Exchange, Little Rock Chamber of Commerce and Arkansas 
Cotton Trade Association permitted to intervene. 

No, 25844, Mississippi Valley Barge Line Co. vs. A. G. S. et al. 
American Sugar Refining Co. permitted to intervene. 

No. 13857, Chamber of Commerce of Selma, Ala., vs. A. G. S. et al. 
Effective date of order is postponed until May 25, 1933, in so far as 
said order embraces commodities included in the suspension orders 
in I. & S. 3234, fresh meats and packinghouse products, to, from, and 
between points in southern territory. : 

& S. 3766, Terminal allowance for switching at Humboldt, Kan. 




































































































































PAGE 688 





Order modified to become effective on May 6, 1933, upon not less than 
1 day’s notice instead of April 17, 1933. 

No. 21585, Ohio-Kentucky Associated Industries vs. A. & R. et al. 
and No. 23030, West Virginia Brick Co. vs. A. S. et al. Order further 
modified to become effective on June 1, 1933, upon not less than 15 
days’ notice instead of April 19, 1933. , 

Finance No. 7539, Northern Pacific et al. construction. Time pre- 
scribed in said supplemental certificate within which the Northern 
Pacific and Oregon-Washington Railroad & Navigation Co. shall com- 
mence and complete the construction of the branch line of railroad 
therein authorized is further extended to April 1, 1934, and Decem- 
ber 31, 1936, respectively. : 

Finance No. 8148, Oregon Electric construction and operation and 
Finance No. 8612, Southern Pacific operation. Time prescribed in 
said certificate, within which the Oregon Electric shall complete con- 
struction of the lines of railroad therein authorized, is further ex- 
tended to March 31, 1934. 


FREIGHT RATE REDUCTION 


A freight rate investigation, not limited to any particular 
commodities or descriptions of freight traffic, has been insti- 
tuted by the Commission upon its own initiative, in No. 26000, 
in the matter of rates and charges of carriers by railroad sub- 
ject to the interstate commerce act, 1933, “to determine whether 
and to what extent, if any, general reductions should be made.” 
In addition to an order passed in general session, announced in 
the routine, formal way observed in advising the public of the 
institution of investigations, the Commission, in a notice to 
the public, signed by Secretary McGinty, said: 


The Commission has had before it a petition filed on behalf of the 
American Farm Bureau Federation; Farmers Educational & Coopera- 
tive Union of America; National Coal Association; National Grange, 
Patrons of Husbandry; and National Lumber Manufacturers’ Asso- 
ciation; and other petitions and resolutions filed by various indivi- 
duals, corporations, and associations, and representations by certain 
state authorities requesting the institution of a general investigation 
into existing freight rates and charges on so-called basic commodities 
with the view of requiring the carriers to make reductions in such 
rates and charges. After careful consideration of these petitions, 
answers thereto of the Association of Railway Executives and The 
American Short Line Railroad Association, and oral argument had 
thereon, the Commission has decided to institute, upon its own 
initiative, an investigation of the existing freight rates and charges 
to determine whether and to what extent, if any, general reductions 
should be made. The Commission has also decided that its investiga- 
tion should not be confined to any particular commodities or descrip- 
tions of freight traffic. . 


It is the custom of the Commission, even when, as in this 
matter, institution of an investigation has been asked either 
by railroads or shippers or both, to act, as it says, upon its 
own initiative. In ordinary speech, however, it is believed 
that the institution of No. 26000 will be attribued to the me- 
morial petition filed by the associations mentioned in Secretary 
McGinty’s notice. They asked for a proceeding in respect of 
rates paid by them on their commodities. The inquiry is 
broad enough, in fact is specifically not limited to “any par- 
ticular commodities or description of freight traffic,’ to cover 
everything shipped by railroads subject to the interstate com- 
merce act. 

Hearings to begin soon, it is believed, will be announced 
in a relatively short time. When the subject was under dis- 
cussion it was thought that probably the Commission would 
appoint a division of its members to handle the proceeding. 
It appointed a division, No. 7, of which Commissioner Meyer 
was made chairman, to conduct the Fifteen Per Cent Case, 1931. 
Inasmuch as division 7 is still in existence, handling the 
remnants of the surcharge matter continued for six months 
from March 31, a new one would probably take the next higher 
number. 

In the arguments, March 25, as to whether the Commission 
should institute a proceeding in Ex Parte No. 110, the title 
assigned to the proceedings created by the filing of their peti- 
tion by the basic industries, representatives of the shippers 
urged haste in the hearings in the proceeding for which they 
prayed, while the railroads laid emphasis upon the requirement 
of the law that full hearing be had in a rate matter such as 
this. A thought in connection with the hearing in this case is 
that the Commission will urge both sides to be brief, as brief 
as possible. The shippers have contended that there was not 
much to be done other than to bring data about conditions 
nearer to date, their theory being that there has not been 
any material change in conditions since the taking of the 
testimony that brought about a continuance of the surcharges 
for the additional six months. 

The investigation is as broad as transportation by railroad 
in interstate and foreign commerce and all carriers by railroad 
subject to the interstate commerce act are made respondents 
by the order instituting it, which follows: 


The rates and charges of carriers by railroad subject to the 
interstate commerce act being under consideration: 

It is ordered, that an investigation be, and it is hereby, instituted, 
to determine whether and to what extent, if any, reductions in the 
rates and charges of carriers by railroad applicable to the trans- 
portation of property in interstate or foreign commerce may and 
should be required by order or orders of the Commission under the 
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provisions of the interstate commerce act, upon any commodities or 
descriptions of traffic. 

It is further ordered, that all carriers by railroad subject to th 
interstate commerce act be, and they are hereby made respondent; 
to this proceeding; that a copy of this order be served upon each 
respondent; that the respective states be notified of this Proceeding 
by sending copies of this order by registered mail to the govern 
of each state, as well as to the tribunal thereof, if any, having regu. 
latory powers over common carriers by railroad; and that notice of 
this proceeding be given to the public by depositing a copy of this 
wari ee office of the Secretary of the Commission at Washing. 
on, DC. q 

And it is further ordered, that this proceeding be assigned fy 
hearing at such times and places as may hereafter be designated, | 


Near the end of the first full week of April, the thought 
with regard to number 26000, the freight rate inquiry, was that 
the Commission would soon announce the appointment of di. 
vision number 8, with Commissioner Aitchison as the chairman 
thereof. Hearings, it was then thought, would be announced to 
begin about May 1, in Washington. Earlier dates were under. 
stood to be under consideration, but any date earlier than May 
1 was deemed impractical. 


STATE EMERGENCY CHARGES 


Railroads operating in Ohio have filed a petition in hy 
Parte No. 103, in the matter of increases in freight rates and 
charges, asking the Commission to institute a thirteenth gee. 
tion inquiry into the refusal of the Ohio commission to permit 
continuance of the surcharge beyond March 31. Denial, the 
petition of the carriers shows, was based upon the Ohio body's 
non-conviction, on a petition filed by B. T. Jones, the tariff 
publishing agent of the railroads, for permission to amend his 
tariffs on less than statutory notice, so as to provide for a 
continuance of the surcharges, that there should be such con- 
tinuance with respect to Ohio intrastate traffic. Denial was 
made on March 20. 

In their petition for a thirteenth section proceeding the 
railroads showed that, after the Ohio commission refused to 
allow Jones to file extension tariffs on short notice, they asked 
the Ohio body to rescind its action of March 20. In that peti- 
tion they called attention to the fact that Jones had not had 
a hearing and said that therefore the Ohio commission was 
not advised of the emergency facing them. 

Additional advices received by John E. Benton, general 
solicitor of the National Association of Railroad and Utilities 
Commissioners, as to action by state commissions on the ques- 
tion of permitting, intrastate, continuation of the Ex Parte 103 
surcharges until September 30, 1933, show that the surcharges 
have been continued by the commissions of IHinois, Tennessee, 
Missouri and Vermont. (See Traffic World, April 1, p. 635.) 

In Alabama, Kentucky, Wisconsin, North Carolina and South 
Carolina the surcharges have been denied. 

In Kansas the surcharges have been allowed for one month 
pending consideration. 

In Iowa the surcharges have been allowed as to rates that 
have been reduced to meet competition since the surcharges 
took effect; as to other rates they stand denied pending a hear- 
ing April 18. 

In Oklahoma the surcharges have been allowed until May 
31. After that date the carriers are required to publish one- 
figure rates which shall not exceed the rates in effect on Feb- 
ruary 21, 1932, before the original surcharges took effect in 
Oklahoma. 

In Louisiana the Commission has extended its original 
order with the exceptions which led to the pending Shreveport 
litigation in that state. 

The state commissions in Arkansas, Colorado, Maine, Mary- 
land, New Jersey, Rhode Island and Wyoming have permitted 
continuance of the surcharges. 

In New York the Commission with minor exceptions has 
permitted continuance to May 15 with notice to carriers that 
if they desire to support their application for continuance by 
evidence they should notify the Commission. 

In Florida a hearing will be held before the Commission 
April 12, the surcharges to continue in effect in the meantime. 

In the state of Washington the Department of Public 
Works was to hold a hearing April 12, no provision having beet 
made for continuance. 


CANADIAN TRAINS “POOLED” 


Pooling of train services that will effect economies esti- 
mated to be well over $500,000 a year has been agreed upol 
by the Canadian Pacific and Canadian National railways and 
became effective April 2. The services are those between 
Toronto and Ottawa and between Montreal and Toronto. The 
latter affects the “International Limited” of the Canadian Na- 
tional, the fastest train in the world for this distance, and the 
“Canadian,” crack flyer of the Canadian Pacific. Under the 
plan, the service of the two trains will be consolidated, In 
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stead of two fast trains daily there will be one afternoon pool 
train in each direction. 

Between Ottawa and Toronto all trains will be consolidated 
and the night service will be over Canadian Pacific lines. 
Further moves towards the elimination of competitive service 
on other parts of both systems are under consideration both 
in the east and west. 


ST. LOUIS-CHICAGO TRAINS 


Agreement to reduce from twelve to nine the daily round- 
trips of through passenger trains between Chicago and St. Louis, 
with a consequent estimated saving of $600,000 a year in operat- 
ing expenses, is announced by the four railroads joining these 
two cities. The roads involved in this coordination of services 
are the Alton, the Chicago and Eastern Illinois, the Illinois Cen- 
tral, and the Wabash. ; 

The comfort and convenience of the service will be main- 
tained at high standard. The public will have the choice of the 
game convenient hours of departure at present available, and 
the accommodations will be ample to handle all the traffic. 

The three round trips to be discontinued are distributed 
equally among the Alton, the Illinois Central, and the Wabash. 
The readjustment will leave the Alton with three round trips 
daily and each of the others with two. 

The agreement was worked out by Presidents Daniel Wil- 
lard, of the Alton, Charles T. O’Neal, of the Chicago and East- 
ern Illinois, and L. A. Downs of the Illinois Central, and Re- 
ceiver Walter S. Franklin, of the Wabash, through the coordi- 
nation of H. G. Taylor, commissioner of western railroads. 

The effective date and details of schedules will be an- 
nounced later. 


PASSENGER FARE CUTS 


As an aid to the Western Railway of Alabama in establish- 
ing its reduced passenger fare basis, the Commission, by order 
(not a report and order), in No. 12214, surcharge for transporta- 
tion of passengers in sleeping or parlor cars between points in 
Alabama, has suspended that part of its order of June 14, 1921, 
as applies to passengers in sleeping and parlor cars in intra- 
state commerce in Alabama, until October 5, 1933. 

The Commission, in fourth section order No. 11217, reduced 
passenger fares in the south, based on fourth section application 
No. 15062, has authorized the receivers of the Georgia & Florida 
to establish and maintain passenger fares on the basis of ap- 
proximately 2 cents a mile for one-way local fares and on the 
basis of approximately 3 cents a mile for round trip fares locally 
between points on its line, even though the establishment of 
such fares results in aggregate fares lower than existing joint 
interline fares. Relief has also been given in that order so that 
parties to the joint interline fares may maintain them not with- 
standing the aggregate-of-intermediates provision of section 4. 
That relief is similar to that which has been given to the larger 
roads in the south, which decided some time ago to make a six 
months’ experiment with reduced passenger fares with a view 
to regaining some of their passenger traffic. 

The Southern Railway system lines have embarked on an 
experiment to regain passenger traffic by proposing to estab- 
lish a basis of 1.5 cents a mile for passengers in coaches to 
apply locally, inter-division and inter-line within the system. 
They have asked for permission to establish fares on that basis 
on one day’s notice and without regard to the aggregate of 
intermediates part of the fourth section. The system lines are 
Southern, Cincinnati-New Orleans & Texas Pacific, Alabama 
Great Southern, New Orleans & North Eastern and Northern 
Alabama. The fourth section application, No. 15081, specifies 
the parts of the system lines on which the low fare basis is 
to apply. 

In support of the fourth section application the Southern 
Says that the number of passengers carried declined from 
21,914,632 in 1920 to 2,548,297 in 1932. In the same period the 
revenue from passengers fell from $87,122,638 to $8,108,268. 

As to why it was about to try the experiment the Southern 
Said that it had tried the 1.5 cent basis on short hauls. From 
the experience gained in that way it said it gained the im- 
pression that possibly the solution of the passenger problem 
might lie in the extension of the low basis of fares in coaches 
to long haul transportation. It said that the experiment in so 
far as short hauls was concerned was encouraging. It said 
that the experiment of low fares in coaches was undertaken 
after it had tried the experiment, without improvement such 
as Was expected. 

Although there was nothing in applications of the Southern 
that could be cited as evidence that the proposed 1.5 cent fare 
basis was intended as retaliation for the independent action of 
the Louisville, & Nashville and other lines in proposing a 2 cent 
fare basis for like coach service, the question was unofficially 
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raised among Commission men as to whether the move was 
not in the nature of an invitation to stage a passenger fare war 
resembling the controversies that raged among the railroads, 
at times, forty years or more ago. The Southern desires to 
carry on the experiment for six months from the date it may 
be allowed to file its tariffs. The 2 cent fare basis on the L. & 
N. and other roads that followed its lead went into operation on 
April 1 and near-by dates for a six months’ period. The South- 
ern, it was pointed out, could hardly expect to be able to get 
its competitive fares, if they were intended to be competitive 
in a controversial sense, into operation much before the middle 
of April. 

The Commission, by division 2, in fourth section order 
No. 11222, passenger fares on the Baltimore & Ohio Railroad, 
has denied the authority requested in its fourth section appli- 
cation No. 15070, to establish reduced passenger fares between 
points on its line between St. Louis, Mo. and Louisville, Ky., 
between Cincinnati, O. and Louisville, Ky., and also between 
Cincinnati and St. Louis, without observing the aggregate of 
intermediates part of the fourth section. The denial was based 
on the formal declaration that sufficient justification for what 
was proposed had not been shown. The desire of the Baltimore 
& Ohio was to make fares that would be the same as those 
observed by the Louisville & Nashville, at competing points, 
without breaking down the joint interline fares beyond St. Louis 
and beyond Cincinnati, the eastern and western limits of the 
territory in which the applicant desired to meet the competition 
of the 2-cent basis. 

The Southern, soon after making its fourth section applica- 
tion for permission to disregard the aggregate of intermediate 
part of the fourth section, applied to the Commission in No. 
11894, Indiana rates, fares and charges, and 11703, in the matter 
of intrastate rates within the state of Illinois, for modification 
of those orders so as to enable it to establish the 1.5 cent a 
mile basis on that part of its line traversing Indiana and Illinois. 
The cases in which these applications have been filed were thir- 
teenth section proceedings in which the federal body set aside 
orders of the Indiana and Illinois commissions which prevented 
the Southern establishing the 3.6 cents a mile basis in those 
states. The Indiana and Illinois orders were issued in 1921. 
The Southern asks that those orders be set aside so as to enable 
it to make its six months’ experiment with the lower basis. 
In support of its applications, it uses the figures showing the 
great decline in passenger traffic that were embodied in the 
initial move in the fourth section application which initiated 
the matter before the Commission. The orders in question 
affect the Southern route between St. Louis, Mo., and Louis- 
ville, Ky. 


PETITIONS FOR REHEARING, ETC. 


1. & S. 3234, Fresh meats and packing house products to, from 
and between points in southern territory, and No. 22658, John Morrell 
& Co., et al. vs. A. & R. et al.. and cases heard therewith. John 
Morrell & Co., Jacob E. Decker & Sons, and The Rath Packing Co., 
known as interior Iowa packers, protestants and complainants herein, 
ask for modification of order and/or further hearing, and postpone- 
ment of effectiveness of order. 

No. 16356, Krupp Foundry Co. vs. Southern ét al. Carriers oper- 
ating in Trunk Line territory, defendants herein, ask modification of 
final order therein in regard to future rates. 

1... & S. 3804, Rates on cotton from Texas to Texas ports. Houston 
Cotton Exchange and Board of Trade, Galveston Cotton Exchange and 
Board of Trade, Texas City Board of Trade, Harris County-Houston 
Ship Channel Navigation District, Houston Chamber of Commerce and 
Galveston Chamber of Commerce ask reconsideration by entire Com- 
mission of report and order of division 2 dated February 18, 1933. 

No. 24957, and Sub. 1, Christian Feigenspan vs. D. & H. R. R. 
Corporation et al. Complainants ask reopening of these proceedings 
for purpose of taking further evidence. 

No. 23922 (and Sub. 1), Seimer Milling Co., et al. vs. Pennsylvania 
et al., and cases grouped therewith. Complainants ask reopening, re- 
hearing and reconsideration as to rights of complainants to an award 
of reparation on shipments of coal originating in the Brazil-Clinton 
and Linton-Sullivan districts in Indiana, moving to several short haul 
points, principally. located on the Pennsylvania Railroad, in Ilinois. 

No. 13535 et al., Consolidated Southwestern Cases. F. A. Leland, 
chairman of Southwestern Freight Bureau, applies to the Commission 
for approval under finding 27 of the publication in S. W. L. Tariff 
45-S, J. E. Johanson’s I. C. C. 2458, of rate of 50 cents per 100 Ibs., 
applicable on wood preservatives, dry., viz.: Wolman salts, from St. 
Louis, Mo.. and E. St. Louis, Ill., to Crossett, Ark. 

No. 9308, Indianapolis Chamber of Commerce et al. vs. C. C. C. 
& St. L., Director General et al. A. T. & S. F. asks modification of 
orders herein so as to eliminate from such orders the line of A. T 
& FP. 


B.. 2 

No. 24389-24659, Brunswick-Balke-Collender Co. et al. vs. B. & O. 
et al. Complainants ask reopening and reconsideration of the issues 
in this case, upon the record as made. 

No. 24509, Port Gibson Oil Works, Inc., vs. L. & A. et al. Com- 
plainant asks reopening of this case for the sole purpose of de- 
termining amount of reparation due. 

No. 25191, Lexington Board of Commerce vs. Alton et al. and 
1. & S. 3748, potatoes from intermountain territory to Kentucky. 
L. & N. and Southern ask change or modification of the findings and 
order. 

No. 23833, American Scrap Material Co. et al. vs. A. & Y. et al. 
Southern carriers, defendants herein, ask postponement of effective 
date of order. 

No. 22102, and Sub. 1, and cases grouped therewith, Cherry- 
Burrell Corporation et al. vs. A. T. & S. F. et al. Defendants, 
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& N. W. and C. M. St. P. & P., ask for modification of Commission’s 
order of May 25, 1931. 

No. 19663, Magnolia Petroleum Co. vs. A. T. & S. F. et al. De- 
fendants ask for modification of report and vacation of order therein. 

No. 22907, Industrial sand cases, 1930, and cases grouped therewith. 
B. & M., N. Y. C., and D. & H. ask modification of report and order 
of October 4, 1932, so as to permit publication of rates from the 
Albany district to Trunk Line and Central Freight Association ter- 
ritories as percentages of Eastern class rate investigation first-class 
rates. 

No. 25812, American Highway Freight Association, Inc., vs. Rail- 
way Express Agency, Inc. Defendant, Railway Express Agency, Inc., 
asks dismissal of this complaint. 

No. 25301, Truscon Steel Co. vs. B. & O. et al. Defendants ask 
reopening and reconsideration by entire Commission. 

No. 14771, John Morrell & Co. et al. vs. N. Y. C. et al. Kohrs 
Packing Co. of Davenport, Ia., one of interveners and a party to this 
case, asks reconsideration, argument and hearing before the Com- 
mission and vacation of Commission’s order dated February 6, 1933, 
which order amended order of Commission in same cause dated 
March 11, 1929. 

Ex Parte 103, Fifteen per cent case, 1931. Northwestern Lumber- 
men’s Association and Northwestern Retail Coal Dealers’ Association 
ask reconsideration and cancelation of permissive authority hereto- 
fore granted. 

No, 23854, Cities Service Oil Co. et al. vs. C. & N. W. et al. Com- 
plainants ask further hearing therein to determine the amount of 
award of reparation. 

No, 24304, and Sub. 1, Hildreth Granite Co. vs. B. & M. et al. 
Complainant, in these proceedings, asks that the cases be separated 
from I. & S. 3130, part 11 (stone), Southwestern rates, and related 
cases, and that they be decided independently of the other cases 
without the issuance of a proposed report of oral argument. : 

No. 24920, Malta Manufacturing Co. vs. B. & O. Complainant 
asks rehearing and/or reconsideration therein. 

1. & S. 3613, Asphalt, tar and pitch from, to and between points 
in the south. Southern carriers, respondents herein, ask recon- 
sideration. 

No. 25298, Bullock and Bullock vs. A. T. & S. F. et al. Com- 
plainant asks that defendant’s brief due in Washington, D. C., Febru- 
ary 25, 1933, and so admitted by defendant, be stricken from the 
records, as due investigation proves that the brief was not received 
by the Commission until February 27, 1933, and copy to complainant’s 
counsel was not received until March 1, 1933. ‘ 

No. 19501, John Arko et al. vs. A. T. & S. F. et al. Complainants 
ask reconsideration of findings therein; reopening; to determine the 
correct amounts of reparation due and to correct the same in other 
respects, as set out in complainants’ petition of October 22, 1932. 


FINANCE APPLICATIONS 


Finance No. 9916. Gulf, Mobile & Northern Railroad Co. asks for 
authority to extend its operation over the Illinois Central from Bemis, 
Tenn., to Paducah, Ky., under trackage contract, and over certain 
terminal facilities of N. C. & St. L. at Paducah. Applicant at present 
operates between Jackson, Tenn., and Paducah, Ky., over the N. C. 
& St. L. under trackage agreement. This operation provides through 
continuous routes from Paducah, Ky., to Mobile and New Orleans. 
This operation was begun by applicant as a part of its general plan 
to make useful and self-supporting the lines of the G. M. & N. and 
of the New Orleans Great Northern, the former extending from 
Jackson, Tenn., to Mobile, Ala., and from Union, on its main line to 
Jackson, Miss., where it connects with the N. O. G. N. and forms 
a continuous line to New Orleans, La. Applicant says the distance 
from Bemis, Tenn., to Paducah, Ky., over the I. C. is 32 miles shorter 
than a distance over which applicant operates at present on the tracks 
of the N. C. & St. L. It says it was not able to make a satisfactory 
arrangement with the N. C. & St. L. to continue to operate over 
the lines of that company and notice of the cancelation of the con- 
tract has been given effective June 7, 1933. Operation under the 
contract with the I. C. will be less expensive to applicant, will 
eliminate a haul of 32 miles, and will help to create a more desirable 
and efficient line of transportation, according to applicant. 

Finance No. 4721, supplemental application of the Southern Pacific 
Co. for authority to issue $2,600,000 additional of 4 per cent bonds 
under mortgage dated August 1, 1899 (Central Pacific stock collateral). 

_Finance No. 7942, supplemental application of Southern Pacific 
Railroad Co. for authority to issue $1,074,000, first refunding mortgage 
gold bonds, and of Southern Pacific Co. to guarantee the payment of 
the principal of and interest on such bonds. 

Finance No. 9925. Chicago, Milwaukee, St. Paul and Pacific Rail- 
road Co. asks authority to abandon part of its line, extending from 
a Junction to Lindsey, in Wood county, Wis., a distance of 
5.73 miles. 

Finance No. 9927, Oregon Electric Railway Co. asks authority to 
abandon part of its line between Gray Station and Corvallis in Linn 
county, Ore., a distance of 5.20 miles. 

Finance No. 9921. Gulf, Mobile & Northern Railroad Co. asks 
authority to abandon operations over the tracks of the Nashville, 
Chattanooga & St. Louis between Jackson, Tenn., and Paducah, Ky., 
145.33 miles. Applicant said it was unable to make a satisfactory 
arrangement to continue use of the tracks, and referred to its appli- 
cation in Finance No. 9916 for authority to operate over tracks of 
Illinois Central between Bemis, Tenn., and Paducah, Ky. 

Finance No. 9924. A. E. Wallace, receiver of the Wisconsin 
Central Railway Co., asks authority to issue not exceeding $500,000 of 
receiver’s certificates as and when needed. 

Finance No. 9930. Minnesota, Dakota & Western Railway Co. 
asks authority to abandon operation of its Towle or Bear River line, 
Bear River Junction to Towle, Minn., 1.75 miles, and trackage rights 
over Big Fork & International Falls between Bear River Junction and 
Deer River Junction in Littlefork, Minn., eight-tenths of a mile. 


LOANS TO RAILROADS 


In Finance No. 9926, the Santa Fe, San Juan & Northern 
Railroad, George C. Taylor, receiver, has applied for a loan of 
$50,000 to make improvements and equip the road. 

In Finance No. 9852, Akron, Canton & Youngstown Rail- 
way Co. reconstruction loan, the Commission, by division 4, 
has denied an application for a loan of $325,000 from the 
R. F. C. to pay interest, vouchers and taxes. The Commission 
said it a. unable to find that the R. F. C. would be adequately 
secured, 
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WESTERN CLASS RATES 


Hearing at Chicago in the reopened western trunk line 
class rate case, docket 17000, part 2, before Examiners Barg. 
well and Koebel (see Traffic World, April 1, p. 642), was aq. 
journed April 6 to April 10. Shippers concluded their case op 
the former day, and the carriers asked for a short time jy 
which to complete preparation of rebuttal testimony. It was 
thought about two days would be needed to complete the testj. 
mony when the hearing reconvenes next week. 

In the concluding week of shipper testimony nearly two 
dozen witnesses were heard, principally representing Chicago 
and Iowa interests. 

Two representatives of Kansas interests were heard at the 
end of last week. They were I. E. Peterson, of the Kansas 
commission, and A. M. Corp, traffic manager, Wichita Chamber 
of Commerce. With the exception of a suggestion from Mr. 
Corp that zone 2 be extended to take in Wichita, they made 
no proposals as to the level of the rates and general adjust. 
ment. Figures were introduced by Mr. Peterson for the pur. 
pose of showing that eastern Kansas was in a favorable situa- 
tion from a transportation standpoint. 

The Iowa witnesses devoted a large part of their time to 
dealing with what they said was a “hump” in the existing 
rate structure immediately west of the Mississippi River on 
traffic between W. T. L. territory and the east. H. F. Sund- 
berg, traffic manager, Cedar Rapids Chamber of Commerce, 
submitted a formula designed to reduce the hump. It provides 
for the publication of proportional rates from points west of 
the Mississippi River, governed by Western Classification, to be 
used in combination with Official class rates east of Clinton, 
Ia. Under his system, point to point proportional rates would 
apply west of the river in eastern Iowa, “giving a classification 
break on a through rate basis.” He also showed how the 
system of proportionals he advocated could be extended to 
more westerly portions of W. T. L. territory. 

The Iowa witnesses included: C. G. Baker, traffic manager, 
Ottumwa Chamber of Commerce; C. C. Crouse, traffic manger, 
Des Moines Chamber of Commerce, and B. J. Drummond, traf- 
fic manager, Mason City Chamber of Commerce. 

A group of five witnesses was placed on the stand by A. H. 
Schwietert, assistant traffic director, Chicago Association of 
Commerce, on behalf of thirty-eight individual Chicago indus- 
tries. They were C. E. Hochstedler, traffic director, Chicago 
Association of Commerce; L. E. Muntwyler, general traffic man- 
ager, Montgomery Ward and Company; L. T. Wilson, traffic 
manager, Creamery Package Manufacturing Company; H. P. 
Kahl, traffic manager, Sprague Warner and Company, and M. E. 
Connelly, traffic manager, Curtis Candy Company. 

Extensive rate testimony was introduced by Mr. Hochsted- 
ler, the general purport of which was that increases proposed by 
the carriers would handicap the Chicago companies in their 
competition with manufacturers and shippers in other locali- 
ties. While the carriers’ proposal would increase the Chicago 
transportation charges in reaching W. T. L. destination terri- 
tory in many instances, he showed that, due to lower intrastate 
rates in much of the territory, establishment of store-door de- 
livery, etc., Chicago’s competitors were not now Paying full 
scale rates. Among other things he pointed out that estab- 
lishment of the rate basis proposed by the carriers from C. F. A. 
territory to the Twin Cities and Duluth would give certain C. 
F. A. points, such as Indianapolis, lower rates than applied from 
Chicago. 

The rail-highway competitive feature was brought into 
sharp relief by testimony of Mr. Connelly. His own company had 
an annual confectionery tonnage of 150 million, he said, while 
the combined tonnage of two other companies he appeared for 
amounted to 77 million. In the early part of 1932, when second 
class rates were applicable to the shipments, 63 per cent of all 
shipments into western trunk line territory had moved by truck, 
he said. Since then the classification had been dropped to 
fourth and 91 per cent of the movement was on the rails, ac- 
cording to his figures. Increases in the long-haul rail rates 
would certainly send the business back to the trucks, he held. 

Detailed accounts of circumstances surrounding the move- 
ment of their shipments were given by the other witnesses, 
tending to indicate that, as a revenue measure, increases in 
the long-haul rates would fail. 

Among others who testified were the following: R. K. 
Keas, Laclead Steel Company; Frank L. Ruland, traffic man- 
ager, Robert Gaylord, Inc., St. Louis; W. J. Hammond, traffic 
manager, Inland Steel Company, Chicago; H. D. Fenske, traffic 
manager, Great Lakes Steel Company, Detroit; W. W. Manker, 
assistant traffic manager, Armour and Company, Chicago; John 
H. C. Kirk, traffic manager, Darling and Company, Chicago; 
J. P. Friel, traffic manager, Central Fibre Products Company, 
Chicago; C. H. Winslow, traffic manager, Kalamazoo Chamber 
of Commerce, and A. E. Sicilia, traffic manager, Midwest Wool 
Growers’ Association. 
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A Century of Travel and Transport 


Chicago’s World’s Fair Expected to Bring Together Greatest Assembly of Transportation Exhibits 
of Historical and Scientific Interest of All Time—Summation of a Hundred Years of 
Transportation Evolution to Be Centered in Eighty Acres of Travel and 
Transport Area—Opportunity of the Transportation Salesman 


By HoMER H. SHANNON 


will open its gates to the public for the beginning of five 

months of what is heralded as the greatest exposition 
and carnival the world has known. Its celebration marks the 
centenary of incorporation of the village of Chicago, at the time 
a settlement of a few hundred, at the mouth of the Chicago 
River on the southwestern rim of Lake Michigan. 

Scientific achievement and the physical enrichment and 
expansion of society in the last hundred years is the central 
theme of the exposition. The part of transportation in that 
expansion has been the subject of many literary and expository 
efforts and it is not surprising that it should provide one 
of the major divisions of the fair. Chicago itself will perhaps 
be the most amazing of the transportation exhibits presented 
to the visiting millions that will see the city, its boulevards 
along the lake shore, its railroads, and airways for the first 
time. Transportation in a hundred years brought it from an 
Indian trading post to a metropolis of nearly three and a half 
million souls, with another million in its suburbs closely bor- 
dering the incorporated limits of the city. 

It is an interesting thing that the “century of progress” 
to be celebrated by the city is also, almost to the year, the life 
span of the steam railroad. It is perhaps not without signifi- 
cance that the year of celebration finds both the railroad and 
the civilization that 
produced it on trial 
in unprecedented 
degree. The old 
order changes. 
Railroads find 
themselves chal- 
lenged by lusty 
rivals in the new 
day and the entire 
technique of pro- 
duction and  dis- 
tribution of which 
they are a part is 
the subject of 
much searching of 
minds, condemna- 
tion and defense. 

The Century of 
Progress, stretch- 
ing three and a 
half miles along 
the Chicago lake 
front, will in a real 
sense present a 
summation of the 
enormous technical 
development and 
physical enrich- 
ment of society 
that has taken 
place in the last 
hundred years. To 
the discerning, it 
will as well offer a 
prophecy and promise of a new day to come. Progress, says the 
philosopher, is change. And change is continuous. Out of the 
old develops the new and the pattern of the new is an extension 
of that of the old. History and prophecy are the twin concerns 
of this fair, and in no respect more so than where transportation 
is concerned. All that has been most romantic and glamorous 
in transportation in the past will be on display, and much that 
is prophetic of the future will be contrasted at its side. 

The travel and transport area of the grounds comprises 80 
acres at its southern limits, with three main divisions. They 
are, first, the Travel and Transport building itself, and the other 
buildings in the transport group; second, the outdoor exhibi- 
tion area, consisting of a series of tracks extending south of 
the Travel and Transport building, and, third, a stage and 


O* June 1, Chicago’s world’s fair, A Century of Progress, 





“A Century of Progress’ extends for three and a half miles along Chicago’s lake front. 
It is on ‘‘made”’ land. 


grandstand east of the buildings at the edge of the lake where 
daily performances of a transportation pageant will dramatize 
transportation history. 


Transportation Group 


Bold experimentation is characteristic of all the fair archi- 
tecture. New building materials and new methods of con- 
struction have been utilized as well as modern design to give 
striking expression to themes of utility and progressiveness. 
The group of buildings on the travel and transport area is 
expected to be second to none in interest from an architectural 
standpoint. Novel use of light and color against flat planes 
and curved surfaces will be as spectacular in effect as the 
galleries of exhibits. The main buildings of the group include, 
in addition to the million dollar Travel and Transport building, 
the General Motors building, constructed at a cost of seven hun- 
dred and fifty thousand dollars; the Chrysler building, which cost 
three hundred thousand dollars; and a fifty thousand dollar Air 
Show, which will house exhibits of all the large commercial 
air transport lines. A twenty-five thousand dollar ramp and 
port for amphibian planes is also within the area at the water’s 
edge, from which shuttle plane service will be operated to and 
from the outlying airports of the metropolitan area. 

The Travel and Transport building, which has been de- 
scribed in these 
columns previous- 
ly, has two main 
divisions consisting 


of a “sky-hung” 
dome, connecting 
with a long rec- 


tangular hall. The 
dome section of 
the building is re- 
garded as one of 
the most unusual 
architectural fea- 
tures of the fair. 
It represents the 
first important 
adaptation to ar- 
chitecture of the 
principle of the 
suspension bridge. 
Steel cables at- 
tached to a circle 
of twelve steel 
towers with a di- 
ameter of two hun- 
dred and six feet 
suspend the ceiling 
a hundred and 
twenty-five feet 
above the ground, 
covering the lar- 
gest unobstructed 
area ever placed 
under roof. Winged 
extensions of the 
building at the base of the dome give it an interior diameter of 
three hundred and ten feet. Static and animated exhibits within 
this area will tell the magic story of transportation from the 
time when the first steam engine operated on rails in this coun- 
try to the present automotive age. The exhibits here will be 
largely of historical interest, many of the treasured relics of the 
past being assembled to tell the respective stories of the rail- 
ways, the highways, airways, and waterways. The Rocket, 
“first successful” steam locomotive, has been loaned by the 
British Museum; two specially constructed aluminum Pullmans 
will be contrasted with early sleeping cars. A twelve cylinder 


bus with a horizontal engine under its body, never before seen 
by the public, will be on display; the latest freight and pas- 
senger highway vehicles (private and commercial) will be 
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ranged alongside “horseless buggies” of what now seems a 
primitive day. The most recent creation of air transport de- 
signers will shelter under enormous spreading wings the frail 
craft which first pioneered the air. These and a great many 
other impressive and historic objects will give the contrasts of 
a hundred years of transportation that witnessed more revolu- 
tionary developments than all preceding time. 

The magic of this story will be heightened by an ever- 
changing flux and flow of brilliant colors on the ceiling of the 


Artist’s conception of pageant of Transportation Theater. 


dome, projected by a color organ, which will cut out from time 
to time to permit the display of still and moving pictures por- 
traying the history of lubrication and its contribution to trans- 
portation. 

Commercial Exhibits 


The main building or hall connecting with the dome is two 
stories high and a thousand feet long. Here the commercial 
exhibits of many of the principal railroads, railroad supply and 
equipment companies, and other branches of. transportation will 
be spread out in long vistas of mechanical achievement and 
travel allurement, Everything from the most lowly of the ma- 
terials and processes entering into transportation to the scenic 
beauties and commercial products that create demand for it 
will be effectively displayed. Dioramas, or three-dimensional 
exhibits giving the illusion or reality, and original oil paintings 
will be made use of extensively to show scenic attractions of 
the national parks and travel inducements in this and other 
countries, 


A feature of the General Motors building will be an as- 
sembly line with a capacity of sixty cars a. day on which 
Chevrolets will be set up. It will be possible for the visitor 
to buy the car he sees built. Chrysler will demonstrate test- 
ing of its products as a bid for public interest. In addition to 
the amphibian plane service operating between the area. and 
the outlying airports of the city, the Goodyear Company will 
have two of its dirigibles in service for sight-seeing and shuttle 
service to and from the ports. 


Outdoor Display Tracks 


Five main display tracks have been constructed in the outdoor 
exposition area south of the Travel and Transport building. Here, 
among other things, will be contrasted the last word in Ameri- 
can and European rail passenger facilities. One of the prin- 
cipal attractions will unquestionably be the “Royal Scot,” 
“erack” English train, operating between London and Edinburgh, 
covering the 400 miles in eight hours. It will be the first time 
a complete British train has been brought to this country, 
though in the first few years of American railroading power 
units and other equipment were shipped across the sea and 
put into service here. The fully equipped train will make a 
tour of large American cities after its trip across the Atlantic, 
and before the opening date of the fair. It is of historic in- 
terest as well as representative of the finest British passenger 
equipment. 

On a track next to that of the “Royal Scot,” the Burlington 


The Traffic World 


Vol. LI, No, 14 


and affiliated lines will display a giant locomotive of latey 
design and six ultra modern units of passenger equipment. 
The first car will be a United States post office car, manneq 
by a crew of postal clerks, demonstrating actual sorting ang 
handling of railway mail. Next will be a chair car of the type 
carried on the “Aristocrat” between Chicago and Denver. Tha 
will be followed by a dining car—‘“one of the handsomest 
wheeled restaurants ever built.” Next will be two Pullmans o; 
latest type and construction, illustrating the top of Americay 
travel luxury. The American and British trains will share the 
same platform and train shed and will be connected by a eoy. 
ered runway, so that visitors may pass from the rear of one 
train to the other. One of the tracks will be given over to 
the Mexican Railways, on which will be displayed the Pregj. 
dential coaches. On a track occupied by the Delaware anq 
Hudson, a modern locomotive will be contrasted with the Stour. 
bridge Lion, the first locomotive to run on tracks laid on 
American soil. Other track exhibits will include the first mail 
car, a United States Bureau of Mines rescue car, special types 
of freight equipment, etc. 


A mammoth electric locomotive of the Milwaukee hag al. 
ready been placed in position in the Travel and Transport build- 
ing. The Pennsylvania will display modern electric equipment 
such as it operates over the electrified portions of its line. 
The Chicago and North Western exhibit is to include the 
“pioneer,” first locomotive to run out of Chicago. These are 
only a representative few of the exhibits definitely arranged 
for, and there are more to come. 


“Wings of a Century” 


Many historic pieces and replicas will be among the actors 
in the transportation pageant to be staged east of the Travel 
and Transport building, where significant incidents in the evo- 
lution of transportation will be unrolled in a spectacle named 
“Wings of a Century.” It will be presented on a triple stage, 
a modern version of the ancient Greek theater, said to be the 
most elaborately equipped ever built. Two hundred actors will 
participate, besides horses, trail wagons, stage coaches, trains, 
and other mechanical devices. The latter will include a re. 
production of Fulton’s Clermont, a model of the plane used by 
the Wright brothers in their first successful flight, Conestoga 
wagons, a complete series of automobiles since their invention, 
river and ocean craft. 

The theater has Lake Michigan for its background, giving 
reality to waterway and ocean scenes. The procenium Will 
be marked by two pylons, and between the main stage and the 
audience will be a fore-stage on which will be laid sections of 


Crack British train, ‘““The Royal Scot,’’ to be exhibited. 


rail and modern highway. The pageant will be in six acts and 
sixteen key episodes, reviewing in two hours the hundred year 
development of transportation. That it is not to be a dull, 
“dry-as-dust,” school book story is indicated by the book for 
the pageant, written by Edward Hungerford, which shows one 
of the incidents to be first demonstration of Fulton’s steam- 
boat, with the New York fire department misguidedly attempt- 
ing to save the vessel from destruction. 


“Wings of a Century” will assemble the largest collection 
of historical vehicles ever brought together and used under 
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their own power, according to those in charge. The actors will 
be distinguished artists. 


Today and Tomorrow 


The grounds of the fair will offer much of interest to the 
student of transportation other than that in the travel and 
transport area. Numerous craft of a historic and scientific 
nature Will be on the lagoons dividing the mainland and ar- 
tificial islands pumped out of Lake Michigan. Byrd’s polar 
ship will be there, Venetian gondolas, South Sea outriggers, 
and quite certainly speed boats and commercial launches of 
many types. Specially constructed Greyhound coaches will 
provide highway transportation to and from the extremities of 
the grounds. Exhibits of many foreign countries will include 
travel displays. Industrial exhibits of the steel industry, petro- 





Part of Illinois Central exhibit in preparation. An electrically operated 
relief map will tell the story of rail service and trade routes. 


leum industry, tire industry and others will make their contri- 
bution. The giant “Sky Ride” will offer a novelty “rocket” 
trip of a half mile, two hundred feet over the grounds. Trans- 
portation in all its ramifications will be on parade. 

It is not unreasonable to expect that travel habits of the 
immediate future will be determined here at the first world’s 
fair since the automobile has been of age. Each branch of 
transportation will have on its party clothes in an effort to 
convince the public it is among the best of citizens. More 
transportation history will be dispensed, on a Wider scale, in 
a few months, than generations of school books could account 
for. Without doubt, the railroads will not be indisposed to 
leaving an impression that they are not obsolete. Highway trans- 
port just may suggest that it is an invaluable servant of the 
people. And the air transport companies will not likely lose 
an opportunity to insinuate to some of the sixty million visitors 
expected that addition of the third dimension in transportation 
promises much for the future. Each will have its latest, finest, 
most seductive equipment on hand, in an effort to influence the 
transportation architecture of the future. 





STATE COMMISSION CHANGES 


“The Public Service Commission of Kansas has been con- 
solidated with the Securities Department, which administers the 
so-called ‘blue-sky’ law,” says a bulletin to members, issued by 
John E, Benton, general solicitor of the National Association 
of Railroad and Utilities Commissioners. “The new body is 
denominated ‘The State Corporation Commission.’ As chairman 
the governor has appointed former Congressman Homer Hoch, 
and as associate commissioners former Chairman Jesse W. 
Greenleaf and Ernest E. Blincoe. Chairman Hoch was the House 
author of the Hoch-Smith resolution. He was first elected to 
Congress in 1918, and has served continuously till the current 
session. He was a prominent member of the interstate and 
foreign commerce committee, and took an active interest in 
transportation and utilities legislation. His appointment assures 
— of continued wise and virile leadership in these trying 
imes, 

“In Idaho, Governor Ross has appointed W. H. Holden as 
a member of the Public Utilities Commission to succeed Com- 
missioner J. M. Thompson, whose term expired January 9, 1933. 

“In North Carolina, the Corporation Commission has been 
abolished, effective January 1, 1934, and a public utilities com- 


april 8, 1938 The Traffic World 








PAGE 693 





missioner, with two assistants to sit in formal cases of an 
important character, has been substituted therefor. The gov- 
ernor has appointed as the public utilities commissioner Stanley 
Winborne, who has been a member of the present commission 
since February 1, 1930. Mr. Winborne will take office under 
this appointment on January 1, 1934. 

“In Wyoming, C. H. McWhinnie has been made chairman 
of the Public Service Commission; and M. J. Foley has been 
appointed to succeed former Chairman Chatterton for a term of 
six years from March 1, 1933.” 


WORLD’S FAIR EXCURSIONS 


The railroads of the entire country, according to a formal 
announcement made today by the Western Railways’ Commit- 
tee on Public Relations, have adopted a new low rate plan for 
the convenience of visitors to Chicago’s Century of Progress 
Exposition, whereby a prospective visitor may purchase, before 
he leaves home, his hotel accommodations in Chicago, his trans- 
fer from the railroad station to his hotel and back again, tickets 
of admission to the exposition, and a sightseeing tour of the 
city. Everything but meals is included in this new plan, which 
combines the several advantages of lower prices to the visitor, 
of relieving him of any inconvenience in securing his hotel ac- 
commodations, and of enabling him to know, before he leaves 
home, just what his trip will cost, according to the announce- 
ment. 

These “visits” to the Century of Progress will be sold at 
every railroad station in the United States. They will allow 
stays in Chicago of from one day up to five days or more. The 
prospective visitor will have his choice of 27 first class hotels in 
Chicago from which to select his accommodations. 

At every railroad station in Chicago special World’s Fair 
departments will be installed, staffed by American Express 
travel men who will see that all incoming visitors secure their 
taxis to the hotels named on their coupons, receive their expo- 
sition tickets and whatever else they are entitled to, and who 
will provide information and, in general, serve as a Chicago 
reception committee. This sale of complete “visits” to the Cen- 
tury of Progress is perhaps the most outstanding departure ever 
made, on a nation-wide scale, from the standard railroad prac- 
tice, it is stated. This new plan is unique and promises to be 
one of the greatest cooperative movements ever fostered by the 
country’s railroad systems. It is instituted in addition to the 
substantial reductions, previously announced, in railroad pas- 
senger fares between Chicago and all points. 


NATIONAL HIGHWAY USERS AND REGULATION 


Widespread opposition, particularly on the part of the 
farmers and shippers, may be encountered by the railroad 
executives, state public utility commissioners, and representa- 
tives of a group of common carrier truck operators, who have 
drafted a model bill for the regulation of highway traffic for 
the consideration of President Roosevelt, in the opinion of Roy 
F. Britton, director of the National Highway Users’ Conference. 

In the plan suggested the Commission would be given the 
authority to fix the rates of for hire motor carriers. If a rail- 
road or other carrier complained that the lower rates of the 
contract motor carriers affected their service the Commission 
would be empowered to fix minimum rates. 

“While this bill will undoubtedly meet the approval of 
the railway executives,” said Mr. Britton, “it is doubtful if it 
will satisfy the highway users of the country other than that 
almost insignificant number represented in the conference with 
the railway executives. In the meetings, at which the bill was 
considered, there were no representatives of the agricultural, 
industrial or commercial interests. The three farm organi- 
zations, the National Grange, the American Farm Bureau Fed- 
eration and the Farmers’ Union, have formally indicated their 
opposition to the regulation of rates. The farmers of the 
country own twenty-six per cent of all the trucks. 

“Farm groups and manufacturers doubtless will argue that 
the authorizing of the Interstate Commerce Commission to fix 
the minimum rates would have the effect of depriving them of 
low cost transportation and that the tendency would be to raise 
motor rates to railroad levels rather than to reduce transpor- 
tation costs.” 

“The position of the great bulk of the highway users of 
the country,” said Mr. Britton, “was defined in the recommenda- 
tions of the Joint Committee of Railroads and Highway Users. 
This committee, which was made up of six railroad executives, 
headed by W. W. Atterbury, president of the Pennsylvania Rail- 
road, and an equal number of spokesmen for motor transpor- 
tation, designated by the National Highway Users’ Conference, 
headed by Alfred P. Swayne, vice president of General Motors 
Corporation, agreed that ‘no legislation should be enacted which 
has for its purpose the stifling of any legitimate form of trans- 








PAGE 694 
- The Traffic World $$$ So 


portation,’ and that ‘the supreme test must always be the 
interest of the public.’ 

“The Highway Users and the railroad executives agreed 
‘in principle’ that all those using the highways for commercial 
purposes should be subjected to regulation, but the spokesmen 
for motor transportation refused to endorse rate regulation 
until ‘sufficient data have been collected to indicate the desir- 
ability of such regulation in the public interest.’ ” 


MOTOR VEHICLE REGULATION 


“Provisions for more drastic regulation and the fixing of 
rates for contract and common carriers by motor truck have 
been defeated in a majority of the state legislatures in which 
they were offered this year,” says the National Highway Users 
Conference of Washington, D. C. 

“Oregon is the sole state to join the ranks of those with 
drastic laws for the regulation and fixing of rates for motor 
trucks engaged in commercial hauling, although provisions in 
similar existing laws in Arizona and Indiana were extended in 
some measure, and private carriers by motor truck were made 
subject to regulation in Arizona, New Mexico and Oregon. 

“Measures calling for motor truck regulation and the fixing 
of rates and charges were defeated in Idaho, Montana, North 
and South Dakota, Washington, West Virginia and Wyoming. 

“About 5,000 bills affecting motor truck operation were 
introduced in state legislatures this year, as compared with 
about 7,000 in 1931. Registration fees and special taxes, exclu- 
sive of gasoline taxes, were dealt with in about 400 of the bills, 
and 150 others related to the size and weight of vehicles using 
the public highways. 

“The general tendency to reduce registration fees and 
initial charges against motor vehicles in the expectation of a 
larger consumption of gasoline, and greater revenue from gas- 
oline taxes, is manifest in the new laws affecting these features 
that have been passed by the state legislatures. 

“Studies by the National Highway Users Conference indi- 
cate the enactment of reductions in registration fees for pas- 
senger vehicles in Arkansas, Idaho, Oregon and Utah, but with 
this proposal defeated in South Dakota. Similar reductions are 
provided also for private trucks in Arkansas and Utah, but 
defeated in South Dakota and West Virginia. 

“Increases in registration fees and special taxes were 
enacted for automobiles and private trucks in Montana, and for 
trucks and busses for hire in Indiana, 

“A higher gasoline tax of one cent, increasing the charge 
to five cents a gallon, was passed in Oregon. In Arizona a 
provision in the existing law which would have automatically 
reduced the gasoline tax this year by one cent was repealed, 
and the tax remains at five cents a gallon. 

“A law providing for the diversion of gasoline taxes was 
passed in South Dakota in favor of the rural credit bond and 
interest fund, but such measures calling for diversion for various 
= were defeated in Indiana, North Dakota and Wash- 
ngton. 

“New restrictions upon the weight and size of motor 
vehicles were imposed in several of the states, but defeated in 
a larger number of states. The length of combination vehicles 
is reduced from 85 feet to 65 feet in Idaho, and the axle load 
to 16,000 pounds, but with an increase in the gross permissible 
load from 40,000 to 50,000 pounds. 

“Axle loads in New Mexico are reduced to 16,000 pounds 
unless low pressure pneumatic tires are used, when 18,000 pounds 
is allowed. 

“Combination lengths of vehicles in North Dakota are 
limited to 45 feet and the gross weight to 14,000 pounds; in 
Oregon to 50 feet, and in South Dakota to 35 feet. 

“Bills calling for a reduction in combination lengths were 
defeated, however, in Arizona, Arkansas and West Virginia. In 
Arizona and Arkansas the permissible length remains at 85 feet, 
while a proposal in the West Virginia legislature to reduce the 
combination length to 50 feet failed of passage.” 


ANTHRACITE REDUCTIONS EFFECTIVE 


The Commission having refused to suspend tariffs by the 
Erie, Delaware & Hudson, Reading, Lehigh & New England and 
other anthracite originating roads parties to tariffs from Penn- 
sylvania origin points to destinations in central territory, Mis- 
souri, Wisconsin, Iowa and Canada, reductions in anthracite 
rates became effective on April 1. Protest asking for suspen- 
sion of the tariffs was filed by the Interlake Iron Corporation, 
which was adopted by other producers of by-product coke. The 
coke producers asserted that the rates proposed by the anthra- 
cite roads were unreasonably low and that they would unduly 
prefer producers of anthracite to their undue prejudice. The 
protestants ship coke from Chicago and Waukegan, IIl., Indian- 
apolis and Terre Haute, Ind., Duluth, Minn., Toledo, O., Erie, 
Pa., and elsewhere in the destination territory to which the 


anthracite hauling roads proposed the lowered rates that have 
become effective. Typical old and new rates, in cents a grog 
ton, on prepared sizes follow: 


To v 
Youngstown, Ohio : 349 
Cleveland, Ohio oe 
Toledo, Ohio ; " 
Indianapolis, Ind. 

TIES eee cla ssh hbk) AW Ob aae a5 S 06 4S RRR Ne ORES are Ges 
Terre Haute, Ind 

Peoria, Ill. 

Louisville, Ky. 

St. Louis, Mo 


HOCH-SMITH GRAIN 


Not a little rhetoric and several pages of record resultg 
from the arrival, April 5, of a telegram from Secretary McGinty 
of the Commission, at the hearing in Chicago before Examiner 
Mackley and Hall in the reopened Hoch-Smith grain case, docket 
17000, part 7. The telegram was to the effect that, unless the 
hearing was completed by April 15, it would be necessary ty 
adjourn to Washington. The Commission’s funds were g. 
hausted, it was understood. The most conservative estimate 
had it that, nothing interfering, the hearing would not en 
before June 1. In terms of estimates made at the time of its 
opening, the probability of an end then was becoming increas. 
ingly slim, as, to date, progress had been even slower thay 
anticipated by those first estimates. 

Without exception, those at the hearing vigorously opposed 
interruption of the Chicago hearing. The cost to the govern. 
ment of continuing with the hearing at Chicago was roughly 
estimated to be about a hundred dollars a day. As against 
that, it was said that the additional cost to the parties to the 
hearing that would result from moving the hearing to Wash. 
ington would amount to from eight hundred to a thousand 
dollars a day. Attendance this week has only ranged upward 
to about thirty or thirty-five shipper and carrier representatives, 
but it is expected the number would be larger when the West- 
ern Trunk Line part of the case is taken up. 


Among numerous expressions heard on the question of 
removal of the hearing to Washington were opinions that such 
action would result in depriving many of the parties of a “full 
and complete hearing,” to which, under the law, they were 
entitled. That despite the fact hearings in the reopened case 
have been going on for many months and there is a record 
of some 63,000 pages in the old case. It was pointed out that, 
to date, there had been no restriction on the testimony of such 
parties as had been heard, and that hearings had been held 
at points designed to facilitate the presentation of evidence. 
The expense of taking witnesses to Washington, it was said, 
might preclude a “full” hearing of those whose turn had not 
yet come. 


A suggestion offered by Walter Scott, traffic commissioner, 
Kansas City Board of Trade, was concurred in by the majority 
of those present. It was that, in the event money could not 
be found to continue the hearing in Chicago, adjournment be 
taken until after July 1, when new funds would be available. 
The federal fiscal year ends June 30. The opinion was ex 
pressed that such an adjournment would not delay final dispo- 
sition of the case. Much record had been made, it was re 
called, and such portions of the case as dealt with the Pacific 
coast and the southwest, for instance, were virtually closed. 
In response to questions, the examiners said they could put 
in their time to good effect if such an adjournment were taken. 

Testimony was presented this week by representatives of 
millers in southwest Missouri and grain interests of St. Louis 
and Helena, Ark. John Kuhn, of Omaha, who left the stand 
March 31, was followed by W. C. Eisenmayer and J. M. Cook, 
representing mills at Springfield, Aurora, Carthage, and Neosho, 
Mo. The purport of what Mr. Eisenmayer had to say was that 
the rates prescribed in the original decision in the case should 
be reestablished. He was especially interested in retention of 
the rate-break principle, as against a system of overhead rates. 
The rate-break system gave a single, known outbound factor, 
he emphasized, which, he said, was of advantage to the millers 
he represented in competing for the purchase of grain against 
market buyers. 

Mr. Cook further emphasized the importance, to the it 
terests he appeared for, of retention of the rate-break, “to the 
fullest possible extent.” He extended that to include a request 
that a system of proportional rates from groups in interior 
Missouri be provided for on non-transit feeds, with the adjust: 
ment so made as to give a single through rate from Kansas 
City, through the interior points, to southwestern destinations 
such as Arkansas. 

F. E. Potts, of Helena, Ark., asked that rates to Helena be 
made no higher than those to Memphis. 

Three St. Louis witnesses had appeared up to the end of 
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April 6. They were A. T. Sindell, St. Louis Grain Exchange; 
Bernard 


A. Springrose, Farmers’ National Grain Corporation, 
and W. T.- Brookings. In the main their testimony dealt with 
the competitive relationship between St. Louis, Kansas City 
and Omaha, on traffic to the southwest; that relating to both 
grain originating on the Missouri River and in Illinois. Liberal 
transit at St. Louis to enable it to compete in the destination 
territory was sought. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Third Circuit.) That railroad had 
filed tariffs with Interstate Commerce Commission for proposed 
trucking service to and from terminals held not to render moot 
appeal involving question whether such terminal service re- 
quired certificate from Commission (Interstate Commerce Act, 
sec. 1, pars. 18, 20, as added by Transportation Act, sec. 402, 
49 USCA, sec. 1 (18, 20)). (New York Dock Ry. vs. Pennsyl- 
vania R. Co., 62 Fed. Rep. (2d) 1010.) 

Railroad’s proposed operation of trucks from terminals to 
deliver and receive freight held not “extension of line of rail- 
road,’ but mere ‘service of transportation,” which could be 
rendered without first obtaining certificate from Interstate Com- 
merce Commission (Interstate Commerce Act, sec. 1, par. 3, and 
pars. 18, 20, 22, as added by Transportation Act 1920, sec. 402, 
49 USCA, sec. 1 (3, 18, 22)).—Ibid. 

“Transportation” within statute means act of carrying or 
conveying freight from one place to another (Interstate Com- 
merce Act, sec. 1, par. 3, and par. 18, as added by Transpor- 
tation Act 1920, sec. 402, 49 USCA, sec. 1 (3, 18)).—Ibid. 





(Court of Appeals of Kentucky.) If statute is susceptible 
of more than one construction, court should adopt that con- 
struction which will effectuate manifest legislative intent. 
(Monmouth Street Merchants’ Bus AssSn. vs. Ryan, 56 S. W. 
Rep. (2d) 963.) 

Court in determining legislative intent may consider reason 
of statute and construe it to preserve its object, purpose, and 
policy.—Ibid. 

Different sections of act should be read together and recon- 
ciled, if possible, to make entire act effective.—Ibid. 

Statutory provision withdrawing from regulation by com- 
missioner of motor transportation, bus lines “wholly within 
corporate limits of any city or town, “held to include bus line 
running between connected municipalities (Ky. St., secs. 2739j-1, 
2739j-27a) .—Ibid. 





hi « eo ¢@ 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





(Circuit Court of Appeals, Fourth Circuit.) ‘“Seaworthiness” 
is a relative term, requirements of which vary with nature of 
cargo (Harter Act (46 USCA, secs. 190-195)). (The Smyrna, 
62 Fed. Rep. (2d) 1048.) 

Obligation to furnish seaworthy vessel does not make ship- 
a insurer of cargo (Harter Act (46 USCA, secs. 190-195)). 
—Ibid. 

Provision of charter party that vessel shall be tight, strong, 
and in every way fitted for voyage does not extend or qualify 
owner’s obligation on implied warranty of seaworthiness (Har- 
ter Act (46 USCA, secs. 190-195) ).—Ibid. 

; Seaworthiness of vessel must be determined by facts and 
Circumstances of each particular case (Harter Act (46 USCA, 
secs. 190-195) ).—Ibid. 

District Court’s finding that vessel was seaworthy is fact 
finding, which is presumed to be correct and should not be 
disturbed on appeal, unless plainly wrong (Harter Act (46 
USCA, secs. 190-195) ).—-Ibid. 
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Evidence in proceeding against wooden coastwise barge and 
owner thereof for damage to cargo of sulphate of ammonia 
held sufficient to sustain district court’s finding that vessel was 
seaworthy (Harter Act (46 USCA, secs. 190-195)).—Ibid. 





(District Court, D. Maryland.) Burden is on vessel, sued 
for damage to cargo, to prove its seaworthy condition, both 
generally and in relation to particular type of cargo and voyage 
(Harter Act (46 USCA, secs. 190-195)). (The Smyrna, 2 Fed. 
Supp. 351). 

Harter Act provisions in charter party require that vessel 
be seaworthy for particular voyage and type of cargo, notwith- 
standing clause requiring shipment of cargo on skin of vessel 
at shipper’s risk, but must be reasonably construed (Harter Act 
(46 USCA, secs. 190-195) ).—Ibid. 

Wet ceiling in barge does not necessarily denote unsea- 
worthiness, question being one of degree (Harter Act (46 USCA, 
secs. 190-195) ).—Ibid. 

Standard of seaworthiness of barge, particularly coastwise 
wooden barge, is not same as that required of larger and dif- 
ferent types of seagoing vessels (Harter Act (46 USCA, secs. 
190-195) ).—Ibid. 

Stipulated facts, uncontradicted testimony, and surveyor’s 
findings held to show that wooden barge, sued for damage to 
cargo of sulphate of ammonia during coastwise voyage, was 
seaworthy for particular trip and type of cargo (Harter Act (46 
USCA, secs. 190-195) ).—Ibid. 





Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


(Supreme Court of Oklahoma.) Supreme Court, in law 
action, will sustain verdict which evidence reasonably tends 
to support, notwithstanding conflict in evidence. (Missouri 
Pac. R. Co. vs. Hartley Bros., 19 Pac. Rep. (2d) 337.) 

Shipper need not file claim within time specified in uni- 
form shipper’s contract where loss resulted from carrier’s care- 
lessness or negligence while cattle were in transit (Interstate 
Commerce Act, sec. 20 (11), as amended, 49 USCA, sec. 20 
(11) ).—Tbid. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended March 25 totaled 
475,850 cars, according to the car service division of the Amer- 
ican Railway Association. 

This was an increase of 26,138 cars above the preceding 
week, but a reduction of 85,268 cars under the same week in 
1932 and 263,030 cars under the same week in 1931. 

Miscellaneous freight loading for the week ended March 
25 totaled 161,953 cars, an increase of 12,591 cars aboye the 
preceding week; loading of merchandise less than carload lot 
freight totaled 154,976 cars, an increase of 2,151 cars above 
the preceding week; grain and grain products loading for the 
week totaled 31,200 cars, 4,536 cars above the preceding week; 
forest products loading totaled 15,717 cars, 1,380 cars above the 
preceding week; ore loading amounted to 2,249 cars, a de- 
crease of 231 cars below the week before; coal loading amounted 
to 90,558 cars, an increase of 3,095 cars above the preceding 
week; coke loading amounted to 4,163 cars, 131 cars below 
the preceding week; and live stock loading amounted to 15,034 
cars, an increase of 2,747 cars above the preceding week. 

Revenue freight loading by districts the week ended March 
25 as compared with the loading in the corresponding period 
of 1932 was reported as follows: 


Eastern district: Grain and grain products, 5,113 and 4,810; live 
stock, 1,402 and 1,331; coal, 22,924 and 27,772; coke, 1,797 and 1,943; 
forest products, 977 and 1,374; ore, 329 and 374; merchandise, L. C. L., 
40,560 and 48,188; miscellaneous, 34,793 and 42,795; total, 1933, 107,895; 
1932, 128,587; 1931, 166,378. 

Allegheny district: Grain and grain products, 2,858 and 2,790; 
live stock, 1,040 and 1,201; coal, 22,865 and 28,811; coke, 1,400 and 2,033; 
forest products, 705 and 988; ore, 196 and 322; merchandise, L. C. L., 
30,896 and 38,531; miscellaneous, 26,373 and 37,308; total, 1933, 86,333; 
1932, 111,984; 1931, 153,081. 

Pocahontas district: Grain and grain products, 246 and 256: live 
stock, 53 and 33; coal, 20,366 and 26,399; coke, 125 and 142; forest 
products, 322 and 738; ore, 6 and 37; merchandise, L. C. L., 4,659 
—_ ee 4,332 and 4,851; total, 1933, 30,109; 1932, 37,788; 

Southern district: Grain and grain products, 2,944 and 2,424; live 
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products, 5,197 and 6,604; ore, 70 and 239; merchandise, L. C. L., 
7,159 and 31,868; miscellaneous, 32,068 and 31,188; total, 1933, 79,790; 
1932, 88,673; 1931, 123,579. 

Northwestern district: Grain and grain products, 7,965 and 6,084: 
live stock, 3,814 and 4,325; coal, 4,391 and 6,093; coke, 496 and 672; 
forest products, 4,309 and 5,035; ore, 382 and 206; merchandise; 
L. C. L., 18,006 and 21,876; miscellaneous, 17,449 and 19,902; total, 
1933, 56,812; 1932, 64,193; 1931, 84,334. 

Central western district: Grain and grain products, 7,955 and 
7,367; live stock, 6,349 and 6,832; coal, 5,996 and 8,613; coke, 64 and 
104; forest products, 2,202 and 3,147; ore, 989 and 1,509; merchandise) 
L. C. L., 21,666 and 25,686; miscellaneous, 25,429 and 28,690; total, 
1933, 70,650; 1932, 81,948; 1931, 105,261. 

Southwestern district: Grain and grain products, 4,119 and 3,376; 
live stock, 1,555 and 1,700; coal, 2,704 and 4,138; coke, 62 and 46; 
forest products, 2,005 and 2,421; ore, 277 and 294; merchandise, L. C 
L., 12,030 and 13,862; miscellaneous, 21,509 and 22,108; total, 1933, 
44,261; 1932, 47,945; 1931, 63,146. 

Total, all roads: Grain and grain products, 31,200 and 27,107; live 
stock, 15,034 and 16,195; coal, 90,558 and 117,122; coke, 4,163 and 5,221; 
forest products, 15,717 and 20,307; ore, 2,249 and 2,981; merchandise, 
L. C. L., 154,976 and 185,343; miscellaneous, 161,953 and 186,842; 
total, 1933, 475,850; 1932 561,118; 1931, 738,880. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 

2,266,771 

2,243,221 
559,479 
575,481 
584,759 
561,118 


6,790,829 


1931 
2,873,211 
2,834,119 

723,215 


POUPr WOGKS I JANUATY «.occcccccccces 
Four weeks in February............. 
WOGK CGNGGG MATCH  $.cccciscccccece 
WeOGK GMG0d BArcn U1 .....cccccceccce 
Week Onded March 18... .cccccccvses 


Week ended March 25......cccccccee 475,850 


5,709,679 


NATIONAL COMMODITY FORECAST 


Freight car loadings in the second quarter of 1933 will be 
three-tenths of one per cent less than actual loadings in the 
same quarter of 1932, according to estimates compiled by the 
thirteen Shippers’ Advisory Boards. 

“This estimate, which is based on reports received from 
approximately twenty thousand shippers to a questionnaire sent 
out by the boards, constitutes the most favorable forecast that 
has been received for any quarter since the end of 1929,” says 
the American Railway Association. 

“Shippers located in four regions, the Mid-West, Ohio Val- 
ley, Allegheny, and Southeast territories expect an increase, 
according to the estimate just completed, in car loadings in 
the second quarter of 1933 compared with the same period in 
1932. For the Mid-West Territory the increase is expected to 
amount to 16.2 per cent. The increases for the other three are: 
Ohio Valley 10.4 per cent; Allegheny 3.1 per cent; and South- 
east Territory, four-tenths of one per cent. The increase in the 
Ohio Valley, Mid-West and Allegheny territories is expected 
to result, largely from increased loading of coal. The Mid-West 
district expects a particularly large increase in coal shipments, 
compared with the second quarter of last year, because many 
mines which were closed last year because of labor difficulties 
are now operating. 

“Each of the thirteen Shippers’ Advisory Boards prepares 
car loading estimates covering 29 principal commodities, which 
constitute over 90 per cent of the total carload traffic. Thé 
tabulation below shows the total loadings for each district for 
the second quarter of 1932, the estimated loadings for the second 
quarter of 1933 and the percentage of increase or decrease. 
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“Of the twenty-nine commodities covered in the forecast it 
is anticipated that five will show an increase in loadings in the 
second quarter of 1933 compared with the same period in 1932. 
They are: Cotton; citrus fruits; coal and coke; ore and con- 
centrates; and sugar, syrup and molasses. The largest increase, 
according to the estimates, is for coal and coke, for which an 
increase of 16 per cent is expected. 

“Estimates as to the increase in the loading of cotton in 
the second quarter of 1933, compared with the same period in 
1932, amount to 11.9 per cent, while for citrus fruits, an increase 
of 4.5 per cent is expected. For sugar, syrup and molasses, an 
increase of 4.6 per cent and ore and concentrates, an increase 
of seven-tenths of one per cent is expected. 

“The percentages of decrease estimated for the other twenty- 
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stock, 821 and 773; coal, 11,312 and 15,296; coke, 219 and 281; forest 
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four commodities range from 25.1 per cent for automobilg 
trucks and parts; 18.6 per cent for agricultural implements and 
vehicles other than automobiles, 18.3 per cent for potatoes, t) 
nine-tenths of one per cent for all kinds of grain.” 

The estimated car loadings for the second quarter of 19 
together with the actual car loadings for the same periog in 
1932 and the percentages of increase or decrease, are show 
as follows for each of the 29 commodities included in the fop,. 
cast of the Shippers’ Advisory Boards: 


——Carloadings——__ Estimated Per cey 
Actual Estimated increase decreag 

1932 1933 % % 
178,733 177,183 nee 9 
176,714 


171,068 oe 23 
27,113 24,454 vex 9, 
15,095 16,890 
12,913 


10,920 
34,659 


35,594 
40,160 38,708 
63,996 


Commodity 
Grain, all 
Flour, meal and other mill 

products 
Hay, straw and alfalfa.... 
Cotton 
Cotton seed and products, 
except oil 
Citrus fruits 
Other fresh fruits......... 
Potatoes 
Other fresh vegetables..... 
Live stock 
Poultry and dairy products 
COOL GHG CORG.ccccccccccce 
Ore and concentrates...... 
Gravel, sand and stone.... 
Salt 
Lumber and forest products 
Petroleum and petroleum 
products 
Sugar, syrup and molasses 
ee ear 
Machinery and boilers..... 
Cement 
Brick and clay products... 
Lime and plaster.......... 
Agricultural implements and 
vehicles other than auto- 
mobiles 
Automobiles, trucks and 
parts 
Fertilizers, all kinds....... 
Paper, paper board and 
prepared roofing ........ 
Chemicals and explosives. . 
Canned goods—all canned 
food products (includes 
catsup, jams, jellies, 
olives, pickles, preserves 
etc.) 

Total for all 

commodities 
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424,618 

32,696 34,208 
152,848 141,010 
17,026 14,522 
93,498 78,322 
41,673 36,445 
30,021 26,825 
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OHIO COAL RATES 


The announcement that the Commission would listen to argu 
ments in No. 25566, rates on bituminous coal within the state 
of Ohio and cases joined with it (see Traffic World, April 1) on 
April 17-18, was issued by Chief Examiner Ulysses Butler in the 
form of a notice to the parties, as follows: 

These proceedings except I. & S. No. 3282 and I. & S. No. 3619 
were assigned for hearing together and it was understood that they 
would be made the subject of a proposed report. Petitions for reopen- 
ing, reconsideration and rehearing having been filed in I. & S. No. 
3282 and I. & S. No. 3619, the Commission on February 6, 1933, 
directed that said petitions be assigned for oral argument in connec- 
tion with the argument in No. 25566 and related cases. The Commis- 
sion has concluded that No. 25566 and cases heard therewith should 
be disposed of without proposed report and that the proceedings be 
set for oral argument at the earliest practicable date. Accordingly, 
No. 25566 and cases heard therewith be, and they are hereby, assigned 
for oral argument before the Commission on April 17-18, 1933, 10 
o’clock A. M. (Standard Time) at the office of the Commission, Wash- 
ington D. C., and at the same time and place oral argument on the 
merits of the petitions in I. & S. No. 3282 and I. & S. No. 3619 
will be heard. 

This notice also embraces the following proceedings: I. & S. No. 
3282, Coal, Bituminous, EX-River, from Colona and Conway, Pa., to 
Youngstown, Ohio; I. & S. No. 3619, EX-Ohio River Coal to Cleve- 
land, Lorain and other Ohio Points; I. & S. No. 3801, Coal from 
Pennsylvania to Northern Ohio; I. & S. No. 3833, Coal from Penn- 
sylvania to Northern Ohio (2); No. 25590, Western Pennsylvania Coal 
Traffic Bureau et al, vs. A. C. & Y. et_al.; No. 25656, Continental 
Coal Co. et al. vs. A. C. & Y. et al.; No. 25657, Property Owners 
Committee vs. A. C. & Y. et al.; and No. 25670, Robert C. Hill and 
others receivers of the Consolidation Coal Company vs. A. C. & Y. 
et al, 


CLAIMS AGAINST MO. PAC. 


Arguments in the suit of a number of Missouri shippers 
against the Missouri Pacific on claims exceeding $1,000,000 were 
presented in the United States District Court in St. Louis 
April 3. Judge Faris refused a request to remove L. W. Bald 
win as president of the company. He said that the claims are 
still claims against the railroad, “but as to whether the claims 
are preferred or general, that is a matter for proceeding other 
than this.” The company had offered to settle the claims with 
preferred stock, while the claimants had contended that they 
were preferred and should be paid in cash. Further, Judge 
Faris said: “The claims will be liquidated under the jurisdic: 
tion of this court, and if Mr. Baldwin does not pay them i 
the manner described, he should be removed and I will not 
hesitate to do so.” 
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The shippers attacked the right of the Missouri Pacific to 
into bankruptcy. The court ruled, however, that the com- 
ny was within its rights. 

The shippers argued that Mr. Baldwin had been remiss in 
not paying the claims when he took charge of the road. The 
company maintained that it was not the duty of the president 
of the company to look up the claimants, but it was up to 
them to press their claims. 

Judge Faris said that he would not remove Mr. Baldwin 
as agent of the court in charge of the road, and appoint a 
receiver, thus reviving the old receivership. He said that Mr. 
Baldwin would continue in charge, subject to the supervision 
and orders of the court. 

The suit grew out of the Missouri rate law, which was in 
force between 1905 and 1913, but the application of which had 
been suspended by a federal injunction issued by the United 
States District Court at Kansas City. The claims are for over- 


charges. 


go 


M. P. REORGANIZATION 


The Commission, in Finance No. 9918, application of the 
Missouri Pacific Railroad Co., in sub-No. 1 of that docket, appli- 
cation of the New Orleans, Texas & Mexico Railway Co., and 
sub-No. 2, application of the International-Great Northern, has 
taken its part of the jurisdiction granted by Congress when 
it extended the provisions of the bankruptcy law to cover rail- 
roads, to help in the reorganization of the Missouri Pacific and 
its subsidiaries. The reorganization will be made by the fed- 
eral court for the eastern district of Missouri and the Commis- 
sion jointly in accordance with a plan to be worked out by 
the railroad, its creditors and the Commission. 

Reorganization by the agencies mentioned will extend to 
all phases of the subject except wages and working conditions. 
Section 77 (0) of the bankruptcy act says “no judge or trustee 
acting under this act shall change the wages or working con- 
ditions of railroad employes, except in the manner prescribed 
in the railroad labor act, or as set forth in the memorandum 
of agreement entered into in Chicago, Ill., on Jan. 31, 1932, 
between the execucives of twenty-one standard labor organi- 
zations and the committee of nine authorized to represent 
Class I railroads.” 

Copies of the petitions filed in the federal court at St. 
Louis on March 31, under which Judge Faris placed the prop- 
erties in the system under their officers, until his further order, 
were filed with the Commission coincidentally with their filing 
in the court, as provided by the bankruptcy act. 

When that was done the Commission sent to the court a 
panel of names from which it might pick trustees when the 
time came for the appointment of a trustee or trustees. In 
connection with the communication of the panel the Commis- 
sion said that its present view was that the maximum com- 
pensation for trustees of the Missouri Pacific should not exceed 
$25,000 a year. One of the objectives of those who advocated 
the legislation under which the Missouri Pacific and its sub- 
sidiaries are to be reorganized was to keep expenses of setting 
railroads up on their feet again from reaching the heights at- 
tained in some receiverships which were characterized by high 
fees for receivers and their counsel. 


Submission of the panel and naming maximum compensa- 
tion for a trustee or trustees by the Commission was in accord- 
ance with a routine the Commission had agreed upon a few 
days before in anticipation of the petitions filed by the Missouri 
Pacific system. One of the questions considered was as to the 
Meaning of section 77 (c), which said, “upon approving the 
Petition (to reorganize) as properly filed the judge (1) may 
temporarily appoint from a panel of standing trustees for such 
service to be selected and designated in advance by the Com- 
mission a trustee or trustees of the debtor’s estate.” 


As soon as the act was passed application began to be 
filed with the Commission to have the names of specified per- 
sons placed on a “panel of standing trustees.” The Commis- 
Slon adopted the view that jit would be discharging its duties 
if it submitted to the judge the names of qualified men at the 
time the railroad in distress might file its petition, rather than 
select a large number of men in all parts of the country quali- 
fied to serve as trustees in advance of any necessity therefor. 
The panel of names submitted to Judge Faris consisted of 
C. B. Ames, Oklahoma City, Okla.; L. W. Baldwin, St. Louis; 
James C, Davis, Des Moines, Ia.; F. F. Faville, Des Moines; 
R. C. Fulbright, Houston, Tex.; Chester I. Long, Wichita, Kan.; 
C. H. Moses, Little Rock, Ark.; Ear] F. Nelson, St. Louis; James 
A. Reed, Kansas City, Mo.; Guy A. Thompson, St. Louis; Hus- 
ton Thompson, Denver, Colo., and George C. Willson, St. Louis. 

In its petition the Missouri Pacific said that it was without 
funds to pay and discharge its obligations as they matured. 
It further alleged thai it had no means to borrow or otherwise 
obtain funds and that it desired to effect a plan of reorganiza- 
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tion pursuant to section 77 of chapter VIII of the bankruptcy 
act. Similar allegations were made in the petitions of the two 
subsidiaries. 

The parent company scheduled among its liabilities due 
April 1 or within thirty days thereafter, $1,110,411.92 of interest 
due on April 1; taxes, subject to penalty if not paid by April 
10, of approximately $1,295,000; and principal and interest on 
obligations of its own or debts or obligations which constituted 
a lien upon its property, due April 30-May 1, of $38,183,918.86, 
a total of $40,589,330.78. 

The New Orleans, Texas & Mexico, 94 per cent of the stock 
of which is owned by the Missouri Pacific, listed a liability of 
$791,062.50 of interest on bonds due April 1. It said it desired 
to effect a plan of reorganization in connection with the Mis- 
souri Pacific. 

The International-Great Northern, the stock of which is 
owned by the New Orleans, Texas & Mexico, listed as its obli- 
gation it could not meet, $768,000 owed for matured indebted- 
ness, materials, supplies and services. 

The Commission, after the original naming of a panel from 
which the court might choose a trustee or trustees, added the 
names of W. C. Fankhauser, Allan P. Matthew and Max Thelen, 
of San Francisco, Calif., and George R. Sykes of Pinedale, 
Calif. It was pointed out that by adding names to the panel, 
even before there was immediate necessity, the Commission 
could be regarded as complying with a construction of the 
language of the statute that it was required to appoint a 
“panel of standing trustees” without waiting for information 
that a railroad was about to file a petition and that there- 
fore, there was need of a panel of men connected with the 
particular railroad and men living in the territory of the 
railroad desiring to avail itself of the benefit of the amended 
bankruptcy law. 

President L. W. Baldwin was designated by Judge Faris to 
continue in charge of the properties. That action was taken 
by him before the Commission telegraphed to him the list of 
men from which a trustee might be selected. Judge Faris, in 
nominating Mr. Baldwin to direct the lines, subject at all times 
to the court, reserved the right to appoint one or more trustees. 

He stated that he did not propose to appoint a trustee or 
trustees. According to his interpretation of the new bank- 
ruptcy law, it is not obligatory on his part to name a trustee, 
and he said that he would, unless some contingency arose, let 
the situation remain as it is with Mr. Baldwin in control, sub- 
ject to his supervision. 

The bankruptcy petitions filed Friday by the Missouri 
Pacific and its two subsidiaries were the first to be submitted 
by any carrier under the new bankruptcy law, in order to 
afford the transportation companies a “breathing spell.” 

Judge Faris immediately decided that the present manage- 
ment should continue to ‘manage, maintain, operate and keep 
in proper condition and repair the railroad and properties of 
the company.” He ordered also that a complete statement of 
assets and liabilities should be filed with him within forty days, 
and a similar statement should be tendered to him on the last 
day of each month, with a statement of revenues and expenses. 

The petition was signed by Edward White, general solicitor; 
Hubert Fitzpatrick, legal vice president; John P. Murphy and 
Paul J. Bickel, Cleveland counsel. 

The Missouri Pacific management informally estimated the 
book value of the Missouri Pacific at $549,000,000, of the Guif 
Coast Lines at $75,000,000, and of the International Great North- 
ern at $58,000,000, a total of $682,000,000. 





PANEL OF TRUSTEES 


The Commission has added to its panel of standing trustees 
from which trustees for railroads in the process of reorganiza- 
tion may be selected the names of William L. Day and James 
R. Garfield, of Cleveland, O., and H. B. Stewart, of Akron, O. 
The latter is president of the Akron, Canton & Youngstown 
Railway Co. 


MISSOURI COMMISSION 


Both branches of the Missouri legislature have passed a 
bill to abolish the existing State Public Service Commission, 
consisting of five members, and to create a new one, consisting 
of three. The measure was passed March 30, at midnight, by 
the lower house, after a six-hour debate. It provides that the 
new commission shall take over the duties of the state grain 
and warehouse and the state oil departments. The sponsors of 
the bill said that it would effect a saving of about $250,000 a 
year to the state. 


NORTHWEST ADVISORY BOARD 
The April meeting of the Northwest Shippers’ Advisory 
Board has been canceled. The next meeting will be July 25 in 
Aberdeen, S. D. 
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OCEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


IRECT sailings from New York to Belize, heretofore main- 

tained at intervals of three weeks, have been discontinued 
by the United Fruit Company. Cargo wili continue to be han- 
dled, with transshipment at Kingston, effective with the sailing 
of the S.S. Santa Marta from New York April 8 and on a fort- 
nightly basis thereafter, with fortnightly transshipment from 
Kingston to Belize. 

The new 24,500-ton cabin liner Washington has returned 
to the yards of her builders at Camden, N. J., following pre- 
liminary sea trials. The new vessel easily attained her con- 
tract speed of 20 knots. Official trials will take place April 
24 and 25 and the liner will join her sister ship in the service 
between New York and Cobh, Plymouth, Havre, and Hamburg, 
sailing from New York May 10. 

Plans and specifications for a third cabin liner of approxi- 
mately the same size as the Manhattan and Washington, but 
embodying some radical improvements in design, are now in 
the course of preparation. It is expected that award of the 
contract for the vessel will not be made until the Shipping 
Board makes its decision on the proposed withdrawal of the 
Leviathan from the transatlantic service. 

Transatlantic Conference lines operating between Canadian 
ports and the United Kingdom have worked out a new contract 
rate plan under which shippers will be asked to agree to use 
certain connecting services in the movement of canned goods 
from the Great Lakes ports via vessels of the Conference lines. 
This is designed to offset the competition of tramp vessels 
operating direct from the lakes. A through rate of 39 cents 
a 100 pounds is to be offered. The contract rate from the 
St. Lawrence and Atlantic ports will be 35 cents. 


The Dyson Shipping Company, Inc., has announced its 
appointment as official custom house brokers for Amtorg Trad- 
ing Corporation and Am-Derutra Transport Corporation. All 
future imports from Soviet Russia will be handled by it. 

A new Port of Baltimore Directory, containing names, ad- 
dresses, telephone numbers and cable addresses of all port 
organizations conducting business at Baltimore, has been is- 
sued by the export and import bureau of the Baltimore Asso- 
ciation of Commerce. Included in the compendium are: Banks 
interested in foreign trade; bonded truckmen and carriers; 
bonded warehouses; suppliers of bunker coal; bunkering ma- 
chinery operators; cold storage warehouses, customs house 
brokers, foreign consuls, freight brokers and forwarders, fuel 
oil suppliers, heavy lift and floating derrick companies, marine 
fuel oil suppliers, heavy lift and floating derrick companies, 
marine insurance, marine surveyors, port organizations and 
agencies, port warehouses, public weighers, railroads, ship 
chandlers, ship supply houses, shipbuilders and repairers, ship- 
ceiling companies, steamship agencies and brokers, steamship 
lines, stevedoring companies, towing and lighterage companies, 
United States general order cartage and contractors, and wreck- 
ing and salvage companies. 


Fixtures in the full cargo grain trade have continued few 
and far between in the last few days, berth tonnage having 
taken most of the business available. In other divisions of the 
full cargo market there was fair activity, including transatlantic 
sugar, time charters and tankers. 


A steamer was fixed for grain from Montreal to four Scandi- 
navian ports at 10% cents for late April or early May loading, 
20,000 quarters. Another Montreal fixture was for 28,000 quar- 
ters to picked ports in the United Kingdom at 1s 9d, option 
Antwerp-Rotterdam at 5% cents, also late April-early May. 


Recent sugar fixtures show rates as maintaining their previ- 
ous levels. A 2,522-ton vessel obtained 14s 6d for a cargo from 
Cuba to United Kingdom-Continent for April and a smaller 
steamer was fixed from Santo Domingo to United Kingdom- 
Continent at 15s for April. 


In addition to a number of time charters in the West Indies 
and Canadian trades, one of the regular lines in the New York- 
East Coast of South America trade engaged three 2,688-ton 
Norwegian motorships, taking delivery on the other side, on 
private terms. 


Coal and lumber fixtures, which are rarities of late, were 
lacking. Tankers continued quite active but there was no firm- 


ing tendency in the market. Coastwise and intercoastal busines 
in this trade continued inactive. 

The end of March found the Pacific coast freight ang 
charter market dull and chartering confined to a hand to mout) 
basis. In the grain trade only one fixture was consummated 
for the Orient from Vancouver, at a reported rate of aboy 
$2.25 Canadian currency, and in the United Kingdom-Continey; 
trade the few fixtures made were for immediate requirement 
at rates in the neighborhood of 19s. 

Two lumber fixtures for Japan were reported at about $4.5) 
to $4.75 but there was no further inquiry. The China lumber 
trade was inactive. One tramp was reported fixed for inter. 
coastal lumber for April on private terms. Rates in this diree. 
tion appear to be firm at about $9. 

A few short-period charters and two motorships engaged for 
from six to nine months furnished the activity in the time 
charter market. Tankers were the one bright spot in the situa. 
tion, rates to Japan having advanced from 21 cents to 24 cents 
but at the close of the month the demand was easing off. 


PORT OF STOCKTON OPENING 


The Port of Stockton California was formally opened April 
5, With a banquet in the Civic Memorial Auditorium in the eve. 
ning. The city was filled with visitors, shippers and steamship 
and railroad men and officials from San Francisco and other 
neighboring cities. At the new docks there was a band concert 
in the afternoon and the crowds saw and went aboard the 
U. S. Destroyer Truxton, sent for the occasion from the Mare 
Island navy yard, and the steamship West Cape, of the McCor. 
mick Steamship Company, which was taking on a load of 
200,000 feet of lumber for Atlantic ports. The city is enthv. 
siastic over the prospect of prosperity on account of its be 
coming an ocean port. Right on the eve of the celebration it 
was announced that the U. S. Intercoastal Conference had made 
Stockton a terminal port. 

The principal speech at the banquet was made by Henry A. 
Palmer, editor and manager of The Traffic World, Chicago, who 
talked of the national transportation problem and the growth 
in importance of Stockton as an ocean port. There were other 
short speeches by Governor James Rolph, Jr., who delivered 
greetings from the state; Col. B. C. Allin, director of the port, 
who spoke for the city; J. W. Strittmatter, traffic manager of 
the McCormick Steamship Company; A. J. Russell, of the Santa 
Fe Lumber Company, and Peter B. Kyne, author. A. A. Stagg, 
formerly of the University of Chicago, now coach of the Col- 
lege of Pacific football team at Stockton, was introduced from 
the floor and made a few remarks. There were over 800 men 
and women at table. H. H. Briggs, general chairman, opened 
the exercises and introduced the toastmaster, E. L. Wilhoit, 
past president of the Stockton Chamber of Commerce. There 
was music by the College of Pacific Little Theater Orchestra, 
a capella choir, and dancing specialties. 


PROPOSED S. B. TARIFF RULES 


The Shipping Board has drawn up rules to govern the filing 
of tariffs with it by carriers subject to the intercoastal shipping 
act that was approved March 3, 1933. That act requires every 
common carrier by water in intercoastal commerce to file 
schedules of all its rates, fares and charges for or in connec: 
tion with transportation between intercoastal points on its 
own route; and, if a through route has been established, sched- 
ules of rates, etc., on that route. The term “common carrier by 
water in intercoastal commerce,” the act says, shall include 
every common and contract carrier. 

The rules, as formulated, which are in the stage of proposed 
regulations, have been sent to all known carriers which may 
be affected by the new statute, as well as to shippers’ orgati- 
zations and port interests which have expressed to the board 
interest in the subject matter. The board, according to a2 
announcement by it, contemplates, if possible, to prescribe the 
regulations at an early date. It will send copies of the proposed 
regulations to all interested persons making requests. 

The proposed regulations, generally, follow the tariff co2- 
struction rules of the Commission contained in Tariff Circular 
No. 20. There are, however, not so many of them. Many of 
the Commission rules, deemed essential by the tariff men of that 
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pody, are omitted from the board rules. Many of the Commis- 
sion tariff rules would not be applicable because of the dif 
ference in physical characteristics of the two sorts of trans- 
portation. The proposed rules, among the tariff men of long 
experience, are regarded as pioneering efforts to which addi- 
tions Will be made as experience dictates. One of the differences 
noted is the greater liberality in the matter of supplements to 
tariffs, the question having been raised as to whether there 
was any limit on the number of supplements. 

One of the points made by those who discussed Rule 1 (a) 
and Rule 1 (b), pertaining to revocation of powers of attorney 
of tariff publishing agents, was that the effect of the first men- 
timed rule was to permit cancellation of the power on the 
date of the filing of the revocation, while the second seemed 
to require sufficient time to elapse before revocation to permit 
the agent whose power of attorney was being canceled to cancel 
the tariffs issued under the power of attorney that was being 


revoked. 


CONE ON MERCHANT MARINE 


Admiral Cone, chairman of the Shipping Board, in a radio 
proadcast April 6, discussed the commercial and military value 
of an American merchant marine. After pointing out how the 
merchant fleet under the American flag was built up as the 
result of the war, Chairman Cone said: 


The shipping act, together with several subsequent acts, has been 
helpful in restoring the American merchant marine to a place of 
prominence upon the seas, One-third of our foreign trade is now 
carried in American vessels. ; 

A well-distributed network of American shipping services has 
been inaugurated and is now in operation upon the principal trade 
routes of the world rendering efficient and dependable service to 
American industry. Protection is afforded our commerce from dis- 
crimination in the transportation of our products to the markets of 
the world, and interruptions in the normal flow of our commerce will 
be prevented in the event of wars in which we are not involved. 

It would be disastrous to our economic well-being if our merchant 
fleet was reduced to the insignificant position it occupied before the 
war and the people of our nation subjected again to the inconvenience 
and dangers resulting from our former dependence upon foreign 
maritime transportation facilities—a dependence which would result 
only in the depletion of our national resources, in the maintenance 
of foreign fleets and in the employment of foreign labor at the expense 
of American capital and American labor. It would place American 
markets at the mercy of foreign nations—nations which are exerting 
every effort to secure for themselves the richest prize at stake in the 
world today—maritime transport and naval auxiliary power with con- 
sequent commercial and naval supremacy and economic enrichment. 

Throughout the ages ships have been a vital influence in shaping 
the destiny of nations. History has shown that the debilitation of a 
nation soon follows the decline of its seapower. 

The United States must maintain a strong position upon the seas 
if it is to continue as a nation of the first rank. It must maintain 
a first-class navy comparable to that of any other nation and develop 
its merchant marine to a point where it can successfully meet all 
competition and provide the necessary naval and military auxiliaries. 
It must have available, also, a trained seafaring personnel to function 
as an efficient naval reserve, together with shipbuilding facilities and 
skilled artisans adequate to meet its requirements in the event of 
national emergency. These things, combined, represent the real 
strength of our nation upon the seas and only by the maintenance 
of them can we properly serve and protect our national interests. 


PAY FOR SHIP FACILITIES 


The Trafic World Washington Bureau 


President Roosevelt, it is learned, thinks a plan should be 
worked out whereby vessels using the navigation facilities pro- 
vided by the government would be required to pay a small tax 
suficient to produce a sum equivalent to the annual mainte- 
nance cost of the facilities. Aids to navigation, such as light- 
houses, buoys, ice breaking vessels, and channel maintenance 
are included in the items the President thinks should be sup- 
ported by a tax. These aids now cost the government around 
sixty million dollars a year, it is stated. 


WATER CARRIER AGREEMENTS 


The Shipping Board has approved the following agreements 
filed in compliance with section 15 of the shipping act of 1916: 


Gulf Ports to Australia and New Zealand: 2225—Gulf Pacific Line 
with Transatlantic Steamship Company, Ltd.: Covers through billing 
arrangement covering shipments from United States gulf ports of call 
of Gulf Pacific Line to New Zealand and Australian ports of call of 
Transatlantic Steamship Company, Ltd., with transhipment at San 
‘Tancisco or Los Angeles Harbor. Cost of transhipment is to be ab- 
Sorbed by the carriers. This agreement is to cancel and supersede 
Agreement No. 1592, approved by the Board August 26, 1931. 

wp, Uhited States Atlantic Coast to Orient: 2255—Arrow Line with 
= Line, Kawasaki Kisen Kaisha: This agreement provides for 
hrough billing arrangement covering shipments from United States 
Atlantic Coast ports of call of Arrow Line to the Orient, with tran- 
shipment at Los Angeles Harbor or San Francisco. 

Pacific Coast to Baltic Ports: 2266—Panama Mail Steamship Com- 
pwnd with Gdynia-America Line, Inc.: Arrangement covers through 
spbments of general cargo from United States Pacific terminal ports 
= call of Panama Mail Steamship Company to specified Baltic ports, 

ith transhipment at New York. Transhipment expenses are to be 
absorbed by the carriers. 

N i Se of Carrier’s Warehouse Space: 2273—Detroit and Cleveland 
‘avigation Company with Cadillac Cartage Company: Arrangement 
Covers use by Cadillac Cartage Company of such space in the ware- 
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houses of the Detroit and Cleveland Navigation Company at Cleve- 
land, Buffalo, and Detroit as may be necessary to accommodate ship- 
ments tendered to the carrier by the cartage company and freight 
transported by the carrier for delivery to the cartage company. Use 
of space in the carrier’s warehouses is to be subject to the super- 
vision and regulation of the carrier and is to be such as not in any 
way to interfere with the use of the warehouses by the carrier in 
handling other shipments. The agreement is for the duration of the 
season of navigation for the year 1933 and may be terminated by 
either party upon 15 days’ written notice. 


COMMERCE IN U. S. VESSELS 


In January American flag vessels carried, by value, 41.1 
per cent of the general imports and 34.9 per cent of the domestic 
exports in the waterborne foreign trade of the United States, 
according to the monthly summary of foreign commerce issued 
by the Department of Commerce. The corresponding per- 
centages for January a year ago were 39.4 for imports and 
29.5 for exports. In the six months ended with December, 1932, 
the percentages were 35.3 for imports and 35.5 for exports as 
compared with 33.1 per cent for imports and 34.7 per cent for 
exports in the last six months of 1931. 


SHIPMENTS TO PHILIPPINES 


A supplementary order of the Philippine customs post- 
pones for an additional thirty days the effective date after 
which the declarations of origin, required on commercial in- 
voices covering shipments from the United States entitled to 
duty-free admission into Philippines, must be sworn to before 
a notary public with seal, or a United States collector or deputy 
collector of customs at the place of shipment, according to a 
radiogram to Commerce Department’s tariff division from Trade 
Commissioner Harvey V. Rohrer, Manila. 

The customs order, originally to have become effective sixty 
days after it was promulgated on March 4, will now become 
effective ninety days after the promulgation date. 


EQUALIZATION OF PORTS 

A proposal that has been before Congress at previous ses- 
sions has been revived by Representative Edmonds, of Pennsyl- 
vania, in House joint resolution 147 authorizing and directing 
the Commission and the Shipping Board to make a joint investi- 
gation into the practicability of equalizing rail rates and ocean 
rates on export and import freight traffic between points in the 
United States and points in foreign countries by way of several 
United States ports, and to make joint reports thereon. The 
resolution was referred to the committee on interstate and 
foreign commerce. 


DISCRIMINATION AGAINST U. S. SHIPS 


Representative Edmonds, of Pennsylvania, has introduced 
H. R. 4493, a bill to prevent discrimination against American 
ships and ports by assessment of a special tax or duty of 10 
per cent on all articles imported into the United States through 
a country contiguous to the United States from another coun- 
try foreign to the United States and transhipped from said 
contiguous country to the United States. 


SEATRAIN-RAIL FRICTION 


Formal attack on the new car service rule 4 of the Amer- 
ican Railway Association providing that cars of railroad owner- 
ship must not be delivered to a steamship, ferry or barge line 
for water transportation without permission of the owners filed 
with the car service division of the association as unreasonable, 
prejudicial to complainant and preferential of the Florida East 
Coast ferry service and other rail carriers has been made in 
No. 25878, New Orleans & Lower Coast Railroad Co. vs. A. C. & 
Y. et al., filed with the Commission. 

The rule is assailed as part of a concerted plan to prevent 
delivery by complainant to Seatrain Lines, Inc., of cars owned 
by defendants. Complainant seeks reasonable rules, regulations 
and practices providing for interchange of cars between carriers 
by railroad and vessels of Seatrain Lines, Inc., and reparation. 

Seatrain Lines, Inc., in the latter part of 1932, attacked 
the new rule and sought suspension of it by the Commission. 
(See Traffic World, Dec. 3, 1932, p. 1084.) The New Orleans 
& Lower Coast, the complainant in the formal case now insti- 
tuted, also sought action by the Commission with respect to the 
rule. Car service rules, however, are not filed with the Com- 
mission as tariffs, and no suspension action, it was held, could 
be taken. The matter, however, was referred to the Commis- 
sion’s service bureau which still has it under consideration. 


NEW ORLEANS-MEXICO AIR SERVICE 
Plans for the inauguration April 11 of daily air passenger 
and express service between New Orleans and the Mexican 
border at Laredo, Texas, have been announced by Harry P. 
Williams, president, Wedell-Williams Air Service Corporation. 
Four six-passenger ships, with a cruising speed of 150 miles 
an hour, will be used in the service. 
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The Traffic World 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 


AND WOODLOCK REPLIES 


Editor The Traffic World: 

I do not think that Mr. Barnard has understood my reason- 
ing with respect to the logical fallacy involved in recapture and 
the fundamental inconsistency between paragraphs 2 and 5 of 
section 15-a in the transportation act. 

If he will read paragraph 2 he will find that the situation 
contemplated by that rule of rate-making is one upon which the 
carriers in the group are supposed to earn an average fair re- 
turn from the rates established. Paragraph 5, however, assumes 
not an average fair return for the carriers in the group, but a 
minimum fair return for each carrier—a totally different concept. 

Further, I think he overlooks the fact that the rate-making 
unit is the carrier group as a whole, for which, as the law points 
out, uniform rates are supposed to be made. It is the group 
that is the “utility” in this case and it is a reasonable return 
upon the group which determines the reasonableness of the 
group rate structure as a whole. The fact that the group is 
made up of units consisting of individual carriers is totally 
irrelevant to the question of reasonableness of the group struc- 
ture rates. The logic that proposes to recapture earnings from 
certain units composing the group would also recapture main 
line earnings of a single system. I see no escape from this 
logic. So far as I know, nowhere else in the world exists a 
similar situation. This is probably the reason why there is so 
much misunderstanding in the matter. 


New York, N. Y., April 3, 1933. Thomas F. Woodlock. 


INTERCOASTAL SHIPPING ACT 


Editor The Traffic World: 
While nothing could be plainer as to the application of the 
above act, in its definition, viz.: 


The term ‘“‘common carrier by water in intercoastal commerce” 
for the purpose of this Act shall include every common and contract 
carrier by water engaged in the transportation for hire of passengers 
or property between one State of the United States and any other 
State of the United States by way of the Panama Canal. 


section 2, by the injection of the words: 


* * * between intercoastal points on its own route; and if a 
through route has been established * * * etc. 


is rather confusing as to just who or who may not be what might 
be termed in tariff filing practice as “the issuing carrier.” 


For example, take the illustration in The Traffic World, 
April 1, page 658. The 1,200 tons referred to would most clearly 
fall within the definition of “intercoastal commerce.” And the 
carrier or carriers who took it out of Pittsburgh are clearly 
engaged. But the thing in doubt is as to whether the movement 
between Pittsburgh and New Orleans constitutes “intercoastal 
points on its own route” as the first prerequisite of any sus- 
ceptibility whatever. And to what extent any such originating 
inland waterway carrier as illustrated, or inland (not to men- 
tion coastwise in either case) delivering carrier will ever take 
any steps to comply with section 2 is left to the readers’ 
imagination. 

Therefore, in a two, three, or more transshipment combina- 
tion of that sum of the aggregate making up the through charge 
which the shipper must pay, it seems reasonable to suppose 
that so-called “intercoastal points” will apply only to that 
vessel which actually goes through the Panama Canal. 

In the absence of anything more definite from section 2, 
the board’s proposed Tariff Circular No. 2, to conform with same, 
by rule 1 (e) is equally vague. In fact, it is as noted: 


Rule 1 (e) Schedules filed and posted shall show all the rates, 
fares, and charges for or in connection with transportation between 
intercoastal points on the carrier’s own route, and, if a through route 
has been established, all the rates, fares, and charges for or in con- 
nection with transportation between intercoastal points on its own 
route and points on the route of any other carrier by water; the 
classification of freight and of passenger accommodations in force; 
and shall state separately each terminal or other charge, privilege, 
or facility, granted or allowed, and any rules or regulations which in 
anywise change, affect, or determine any part or the aggregate of 


such aforesaid rates, fares, or charges, or the value of the service 
rendered to the passenger, consignor, or consignee. 
hardly more than a repetition of the act. 

In substance and by inference it tells the “A” carrier, which 
actually goes through the Panama Canal, that it must file some 
kind of a local tariff and for some vague and indefinite two or 
more way combinations which it may have opportunity for 
under the term of “established through route,” it must, file some. 
thing for this. 

Reversing the situation mentioned in The Traffic World, 
let us suppose now that “A” carrier operates between San Fran. 
cisco and New Orleans. At San Francisco is it offered freight 
for Pittsburgh via New Orleans (intercoastal commerce, remem. 
ber) in care of “B” carrier, which it may or may not have 
ever heard of. The acceptance of same automatically estab. 
lishes “a through route.” The aggregate of the intermediates 
make up the through charge. Yet it may be impracticable 
for “A” carrier, if not altogether impossible, to file a through 
tariff. It is, of course, responsible under the strict wording of 
section 2 to either do so, or refuse the shipment for the want of 
a tariff, or get “B” carrier’s concurrence (rule 1(b)) in any such 
joint through rate. 

Section 2, which Congress has presented the Shipping Board 
with, looks as if it may be a turbulent baby. But in order to 
reduce its offensiveness, it might be suggested to the Board that 
it try and revise proposed rule 1(e) to provide for at least five 
kinds of tariffs, viz.: 

(1) Local port-to-port tariffs. 

(2) Proportional port-to-port tariffs, the rates of which apply 

in connection with carriage from and/or to beyond. 

(3) Local and proportional port-to-port tariff where rates 

and charges are the same, or can be combined in dif 
ferent sections of this tariff to cover cases (1) and (2), 

(4) Specific joint through tariffs covering rates and charges 

between specific points. 

(5) Or, when practical, a combination of all (1), (2), (3) 

and (4). 

Under such provisions, and taking “A” carrier for illustra- 
tion, offered a Pittsburgh shipment at San Francisco without a 
joint tariff on file, it would be absolutely free to go ahead with 
it under his proportional tariff. 

New York, N. Y., April 7, 1933. 


ST. GEORGE AND THE RAILROADS 


Editor the Traffic World: 

You have struck the keynote in your editorial in the Traffic 
World, issue of April 1, captioned “St. George and the Rail- 
roads.” 

I consider prophetic “What is needed is simply a sound 
system of control with no favorites’—and not with the thought 
that a prophet is without honor in his own country. 

Norfolk, Va., April 5, 1933. O. C. Abrams. 


Frank A. Parker. 


BLIND LANDING OF AIRCRAFT 


A completely blind landing, in which the pilot sat in 4 
cockpit enclosed by a hood which prevented him from seeing 
anything outside of the aircraft, was made March 31 at the 
Newark (N. J.) municipal airport by a Department of Com 
merce test pilot in a demonstration of the system of radio aids 
for blind landing of aircraft developed by the aeronautics 
branch, Department of Commerce, through its research division 
organized at the Bureau of Standards. 

In the demonstration, James L. Kinney, Department of Com- 
merce test pilot, handled the controls. As observer in the 
other cockpit of the airplane was Clarence M. Young, Assistant 
Secretary of Commerce for Aeronautics. He, however, took 
no part in the operation of the craft. With regard to the 
flight, Colonel Young said: 


The demonstration of blind landing today presents to the public 
a system for use pilots who are faced with the necessity of _land- 
ing at an airport when the ground is obscured from view. Mr. Kinney 
today made a landing that was completely blind—that is, he could 
see nothing outside his hooded cockpit. Seldom, if ever, will pilots 
be called upon to make so severe a test of the apparatus under 
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actual working conditions, for even when there is a ground fog the 
pilot usually can see the ground a few seconds before the plane 
touches the ground. As a general thing, the blind landing system 
will be utilized for landings under conditions of partial or poor vis- 
ibility, but, as was shown today, it is adequate for a completely 
blind landing if the necessity arises. 

“The system makes use of radio throughout, and was developed 
in its entirety by the aeronautics branch. It is intended for use at 
airports, and is the latest development of the Department of Com- 
merce in the way of aids to air navigation. " 5 

“As a result of this research work which made possible today’s 
flight, the equipment has been brought to the stage of development 
which will permit testing of the system at a busy terminal airport 
under actual working conditions involving fog and other conditions 
of poor or zero visibility. 

“The equipment installed at the Newark municipal airport, New- 
ark, N. J., will be available for aircraft equipped with the necessary 
simple radio receiving apparatus and instrument board indicators. 
While this installation has been made for the purpose of giving the 
system a service test under actual working conditions involving fog 
and low visibility, tests already made have demonstrated that it 
will be a practical means of aiding flying opeartions.”’ 


Personal Notes 


William Eastman, vice president of the Traffic Service 
Corporation, died of a heart attack April 3. He was sixty-four 
years old and had been active in the business and civic life of 
Chicago and Evanston, where he made his home, for many 
years. He was also vice president of the Blakely Printing Com- 
pany, president of the Master Printers’ Federation, and president 
of the High School Board of Evanston. 

L. L. Davis has been appointed general agent, N. C. & St. 
L., at Augusta, Ga., succeeding J. R. Peebles, who died. D. V. 
Shippey has been appointed freight traffic agent at Atlanta, suc- 
ceeding Mr. Davis. 

The board of directors of the National Carloading Company 
named the following officers at a meeting in New York this 
week: President, W. G. Bernet; vice president—operations, J. 
V. Bugliari; vice president—traffic, O. B. Higgins; vice presi- 
dent and treasurer, E. M. Dillhoefer; secretary and assistant 
treasurer, T. A. Graham. 

Appointment of P. M. Holway as Pacific coast general agent 
of the Reardon Smith Line has been announced, following dis- 
solution of the partnership firm of T. A. Lee and Holway. 

E. S. Ramage has been appointed general agent, Mississippi 
Central Railroad, at Milwaukee, Wis. E. G. Gallagher has been 
appointed general agent at Detroit. 

J. Hampton Baumgartner has been appointed special repre- 
sentative, Lackawanna Railroad, succeeding T. T. Maxey, who 
died. His headquarters will be in New York. 

The following slate of nominations for officers and directors 
of the Maritime Association of the Port of New York, to be 
voted on at the annual election April 25, has been selected by 
the nominating committee: President, Emmet J. McCormack; 
vice president, Howard E. Jones; treasurer, Fred B. Dalzell; 
directors, George S. Hinkins, Joseph T. Lilly, Franklin D. 
Dooney, Kermit Roosevelt, Philip Stauderman, H. W. Warley. 


Doings of the Traffic Clubs 


Open house was held recently in the new quarters of the 
Traffic Club of Newark on the third floor of the conveniently 
located and pretentious building of the Newark Athletic Club. 
The house warming was well attended and a buffet luncheon 
served. The arrangement consummated between the Traffic 
Club and the N. A. C. provides for the use of a suite of rooms, 
including card and reading rooms, parking, shower bath, and 
certain other facilities such as billiards and bowling. A club 
table has been reserved for members in the main dining room, 
and luncheon or dinner may also be served privately. At the 
regular meeting April 3 a resolution was adopted opposing 
suggested changes in organization of the Commission. A copy 
of the resolution was sent to President Roosevelt. A program 
of entertainment was presented under the direction of William 
J. Nicoll. John A. Lindabury was the speaker. 


The monthly meeting of the Traffic Club of Salt Lake City 
was held at the Chamber of Commerce building April 3 with 
an attendance of eighty-five members and guests. It was desig- 
nated “Ladies’ Night.” George P. Corfino, general passenger 
agent, American Merchant Lines, International Mercantile Ma- 
rine Company, Roosevelt Steamship Company, and United States 


The Traffic World 


Vol. LI, No. 14 


Steamship Lines, Chicago, and Randall L. Jones, special rep. 
resentative, Union Pacific, Cedar City, Utah, were the speak. 
ers. A musical program was presented. In conjunction with the 
Chamber of Commerce of Salt Lake City the club will make a 
trip to Hoover Dam April 15 and 16. 


At a meeting of the Transportation Club of Louisville gt 
the Brown Hotel April 18, Major-General T. Q. Ashburn, chair. 
man, Inland Waterways Corporation, will speak on “Transpor. 
tation Conditions Today.” 


“Monning Dry Goods Company Day” was observed by the 
Traffic Club of Fort Worth at the Worth Hotel April 3. Byron 
Little, credit manager of the dry goods company, spoke on “Why 
You Can Buy on Credit—And Why Not.” There was a program 
of entertainment. 


Charles M. Ripley, engineer and world traveler, of the Gen. 
eral Electric Company, Schenectady, N. Y., will speak on “The 
Next Great Boom” at a dinner meeting of the Traffic Club of 
Philadelphia at the Bellevue-Stratford Hotel April 10. Singing 
and dancing are on the entertainment list. 


J. M. Fitzgerald, vice chairman, Committee on Public Rela- 
tions, Eastern Railroads, will be the speaker at a meeting of 
the Metropolitan Traffic Association, New York, at the Hotel 
Victoria, April 27. “Looking for a Way Out” will be his subject. 


At a meeting of the Women’s Traffic Club of Chicago at 
the Palmer House, April 3, Mrs. Elizabeth Judas spoke on 
Russia. The next meeting of the club will be May 1. 


Merton M. Terrill, chief of the tar- 
iff bureau, Green Bay and Western, has 
been elected the first president of the 
newly organized Traffic Club of Green 
Bay, Wisconsin. He was. born at 
Shiocton, Wisconsin, June 6, 1875, and 
began his railroad career on March 29, 
1899, as a clerk in the freight office of 
the Green Bay and Western, Green Bay. 
Since then he has worked his way 
through the various positions of sta- 
tion agent, chief clerk and rate clerk 
for the general freight and passenger 
agent. He was made chief of tariff 
bureau, which position he now holds, 
in January, 1925. With the exception 
of about two years spent as chief clerk 

in the local freight office of the C. & E. L., at Danville, IIl., his 
employment with the G. B. & W. has been continuous. 


E. R. Bardgett, general traffic manager, western Maryland 
Railroad, spoke on “Confidence” at a meeting of the Traffic Club 
of Atlanta at the Henry Grady Hotel, April 3. Vocal music 
provided the entertainment. A golf outing was held at the Black 
Rock Country Club, April 7. 


Competition was held to be “the life of trade” by T. M. 
Cunningham, general counsel to the receiver, Central of Georgia, 
in an address before the Traffic and Transportation Club of 
Birmingham at the Tutwiler Hotel, April 3. He said that con- 
solidation of the railroads as recommended by the National 
Transportation Committee would benefit neither them nor the 
shippers. 


A graphic description of the Battle of Jutland was given by 
Rear Admiral Harley H. Christy, who was the speaker at a 
luncheon of the Traffic Club of New Orleans, April 3. 


The Association of Railroad and Steamboat Agents of Boston 
will give a “smoker” at the Hotel Touraine, April 10. A pro- 
gram of entertainment will follow dinner. 


At a luncheon of the Oklahoma City Traffic Club at the 
Oklahoma Club, April 3, there was a program of vocal music, 
with W. W. Bangs in charge. 


The monthly meeting of the Transportation Club of Decatur 
will be held at the Hotel Orlando, April 10. It will be “Past 
Presidents’ Night.” Two minute speeches will be made by the 
honor guests. 


The Traffic Club of Minneapolis held a bridge party in its 
club rooms in the Nicollet April 3. A bridge and keno party 
has been set for April 22. T. H. Cundy, traffic manager, Na- 
tional Tea Company, has been elected to the board of direc- 
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PORT 
ALBAN 

Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 


tors, to fill the unexpired term of G. Murray Campbell, wy 
has moved to Washington, D. C. Wesler E. Keller, secretary 
Northwestern Retail Coal Dealers’ Association, has been electaj 
secretary of the club, succeeding Mr. Campbell. 


The Traffic Club of Baltimore held its monthly meeting 
the Southern Hotel, April 4. The speaker was Chief Sachem 
Ousa Moquin. E. Lester Miller, president of the city coung 
was toastmaster. Dinner and entertainment were provided, ' 


J. Howard Hay, assistant commissioner, State Departmen 
of Agriculture of Minnesota, spoke on “The Current Agricultura 
Situation” at a luncheon of the Transportation Club of St, Pay 
at the Hotel Lowry, April 4. A “stag” party will be hej 
April 24. 


The third annual bowling tournament of the Traffic Club of 
Chicago will be held at the Congress Recreation Center Alleys, 
April 21. A hundred dollars worth of merchandise prizes yj] 
be distributed among the winners. 


The regular meeting of the Junior Traffic Club of Chicago 
was held at the Palmer House, April 6. R. E. Kinnare spoke 
on “Activities of the American Legion During the Exposition.” 


The next meeting of the Women’s Traffic Club of Greater 
New York will be held at the Fifth Avenue Hotel April 18, 
It has been desgnated “Mothers’ Night.” Mothers of the men- 
bers will be guests. Dinner will be served and there will be 
a speaker and entertainment. A “bridge—jig saw—tea party” 
is scheduled for April 29 at the Hotel Pennsylvania. 


At a meeting March 29 the Traffic Club of Indianapolis 
unanimously adopted a resolution “. . . against consolidation 
of all transportation units, which would entirely eliminate 
competition . . . The adoption of the resolution was prompted 
by the memory of the complete collapse of transportation serv- 
ice under government supervision during 1918-1919, resulting 
from suspension of competition. We further believe that any 
action which would result in throwing vast numbers out of 
employment is not in accordance with your program to hasten 
economic recovery. We are confident that all transportation 
units are capable of self-recovery if relieved of unnecessary 
burdensome regulations and restrictions . . .” The resolu- 
tion was incorporated in a telegram and forwarded to President 
Roosevelt. 


The four traffic clubs of San Francisco and Oakland, Cali- 
fornia, held a joint meeting the evening of April 6 in the Palace 
Hotel, San Francisco, to hear Henry A. Palmer, editor and man- 
ager of The Traffic World, discuss the work of the Associated 
Traffic Clubs of America, of which all four clubs are mem- 
bers, and the national transportation situation. He was intro- 
duced by W. C. Fitch, of the Southern Pacific Railroad. H. A. 
Pierson, president of the Pacific Traffic Association, under whose 
auspices the meeting was held, presided. A second speaker, 
not announced in advance, was S. Nakase, manager of Nippon 
Yusen Kaisha, San Francisco, who talked of Japan and ocean 
shipping. 


QUESTIONS AND ANSWERS 


Equipment—Duty of Carrier in Furnishing 

Missouri.—Question: An order was placed with a carrier 
for a car for loading flour. A car that had been unloaded at 
our elevator was furnished. This car originally contained 
wheat. The car was loaded with fresh-milled flour. The car 
arrived at destination with live weevil and lading is accepted 
by consignee at a considerable loss. A claim was filed with 
the carrier for this loss. It develops that the wheat loaded 
in this car contained live weevil. This was known by the 
grain department at time of purchase, but was not known by 
the traffic department when this car was furnished to the 
mill for flour loading by the carrier. The mill is free from 
weevil, holding certificate to this effect. Is the carrier liable? 

Answer: Where the shipper of goods voluntarily selects 
vehicles himself, by virtue of express contract or under circul- 
stances which charge him with full knowledge of their capa- 
bilities and defects, relying on his own judgment and not on 
the duty of the carrier, the carrier is not liable for loss oF 
injury caused by defects (Edward Frolich Glass Co. vs. Pent- 
sylvania Co. (Mich.), 101 N. W. 223; Nicholson vs. St. Louis, 
etc., R. Co. (Mo.), 124 S. W. 573; Densmore Comm. Co. VS. 
Duluth, etc., R. Co. (Wis.), 77 N. W. 904), except such as are 
latent and not readily discoverable (Seaboard Air Line R. Co. 
vs. McRea (Ga.) 80 S. E. 211). Nevertheless, it should appear 
either that there was a distinct agreement by the shipper to 
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Naturally, you expect it to be first class from 


a : 
Buyer Said: the standpoint of location, type of building, 


4 he spoke in Chinese—“Some ship- sanitation and fire protection. Also, you 
—an 


pers think that because we are far away, assume that its service will include such 


we don’t know the value of time.” DON’T pas Sine x : 
FORGET! Buyers and merchants in the activities as receiving, checking and storing 


i handi shipped from . ‘ ‘ ; 
—— 2 cae merchandise efficiently, delivery and reship- 


America the shortest, fastest way. You’ll ac- 
commodate them .. . and please them... ping, collecting, nquating, sulin alia” tie 


if you ship VIA SEATTLE and the Amer- ; 
ican Mail Line. warehouses are equipped and prepared to 
An American Mail Line President Liner sails measure up to deen tend requirements. 
from Seattle every other Saturday; one arrives . : , 

in Seattle every other Tuesday. Schedules regu- May we send you full information, without 
lar as clockwork. Service augmented by fleet of blication ? 
fast cargo liners to ports of Japan, China and the obligation ¢ 


Philippines. 
+ * * 


For information, apply desk No. 6 


21 West Street 1 

ee a CROOKS TERMINAL 
ion T ; ade 

emia tele die WAREHOUSES 


740 Stuart Building Seattle CHICAGO KANSAS CITY 


417-437 W. Harrison St. 1100-1112 Union Ave. 
429-449 1201-1213 Union Ave. 


AMERICAN || || #5 
6801-5967 W. 65th St. 1411-1417 St. Louls Ave. 
LOS ANGELES 


Ninth and Alameda Streets 


MAIL LINE oveane TET Wenoae On 


76 offices in 22 countries at your service 


What Do You Require 
of Your Warehouse ? 


INTERCOASTAL SERVICE 


EXPRESS FREIGHT— U. S. MAIL— REFRIGERATOR — PASSENGER SERVICES 


PHILADELPHIA =©6NEW YORK LOS ANGELES © SAN FRANCISCO OAKLAND ALAMEDA VICTORIA, B.C. © SEATTLE 


Schedule [Pr geece ss ' ; : Schedule 
ee ) me — % ;, on ¥ | From Seattle—Victoria 


Santa Rosa — April 10 
Santa Elena — April 24 


From Philadelphia 
*Santa Lucila — April 11 : = ieee a a st] From Oakland—Alameda 
Santa Ceclila — April 18 — a ee ee : p maer = - apr 


*Santa Paula — April 25 as a 
EM ENT From San Francisco 


From New York Santa Rosa — April 14 
itil ca: tine The new express liners now leave Philadelphia on ——ie = Ae 
Sects Quien = fon & alternate Tuesdays at 3 P. M., reducing the time to ahtom Los Angeles 
Santa Paula — April 28 the Pacific Coast ports of call one day. Santa Elisa — April 22 


ALAMEDA, Encinal Terminal CLEVELAND, Central United Bank Bidg. OAKLAND, Howard Terminal SAN FRANCISCO, 2 Pine St. 
BUFFALO, 62 Rosedale Ave., Hamburg, N. Y. LOS ANGELES, 525 West 6th Street PHILADELPHIA, Pier 40, South SEATTLE, 1308 Fourth Ave. 
CHICAGO, 230 No. Michigan Ave. NEW YORK, 10 Hanover Square PITTSBURGH, Henry W. Oliver Bldg. VICTORIA, 817 Government St. 


Ship Via the Famous “Santa” Fleet 
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BUILT TO MEET YOUR 
NEEDS - 
AND FIND OUT FOR YOURSELF 


< O DW] Hn 


LOCATION « The building covers two entire 
blocks, 26th to 27th Streets, | Ith to 13th Avenues. 
From the Lehigh Valley Railroad freight terminal 
on the street level, on up through 18 floors of light, 
airy, efficiently planned space, Starrett Lehigh 
Building offers facilities for manufacture and distri- 
bution in the center of commercial New York with 
direct access to every form of transportation. 


EFFICIENCY * Merchandise handling is simpli- 
fied. Trucks enter the building without street delay 
and are carried on 15-ton high-speed truck eleva- 
tors direct to any floor without turning, where they 
load or unload from convenient pits. Freight ele- 
vators are adjacent to platform in rail yard. 


ECONOMY ° Floor space is adaptable for manu- 
facturing purposes, display rooms and offices. 
Cantilever construction gives unobstructed natu- 
ral light on all sides. Floor areas range from 52,000 
to 124,000 square feet, the latter offering 600 feet 
of straight-line production, minimizing floor to floor 
movement and rehandling expense. Smaller units 
may be leased with all necessary changes made 
within ten days. The building 
is completely sprinklered and 
heated. Steam is furnished at 
prevailing rates. 


All-day hospital ser- 
vice. Restaurant, 
news-stand and bar- 
ber shop in the build- 
ing. Fast passenger 
elevator service. 


INVESTIGATE 


Starrett Lehigh Building 
26th to 27th Streets, Ith to 13th Avenues, New York City 
D. R. CROTSLEY, Manager, 60] West 26th Street 
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assume the risk of the sufficiency of the car furnished (Ogdey, 
burg, etc., R. Co. vs. Pratt, 22 Wall. (U. S.), 125 L. ed. 827: 
Cleveland, etc., R. Co. vs. ‘Louisville Tin, etc., Co. (Ky.), ii 
S. W. 358; Forrester vs. Southern R. Co. (N. C.), 61 S. E. 54) 
or that the shipper did not leave the selection of the car to th 
carrier, but assumed that duty himself (Cleveland, etc., R, 
vs. Louisville Tin Co. (Ky.), 111 S. E. 358). And it has been 
held that a consideration is necessary to render a contract ¢ 
the character under consideration valid. (Seaboard Air Lin 
R, Co. vs. McRea (Ga.), 80 S. E. 211). The mere fact that th 
shipper had inspected the car (St. Louis, etc., R. Co. vs. Mg. 
shall (Ark.), 86 S. W. 802; Chicago, etc., R. Co. vs. Davis (Til), 
42 N. E. 382; Jones vs. St. Louis, etc., R. Co. (Mo.), 91S. W 
158; Hunt vs. Mutt (Tex.), 27 S. W. 1031), or knows of the 
defects (Ogdensburg, etc., R. Co. vs. Pratt, 22 Wall. 123; & 
Louis, etc., R. Co. vs. Marshall (Ark.), 86 S. W. 802; Missouri, 
etc., R. Co. vs. McLean (Tex.), 118 S. W. 161), will not exemp 
the carrier from liability caused by such defects. No duty 
rests on the shipper to inspect a car furnished by a carrier go 
to exercise care to know whether the car is in condition (Cleve 
land, etc., R. Co. vs. Louisville Tin, etc., Co. (Ky.), 111 S. W, 
358). 

Under the above statement of the law relating to the duty 
of the carrier in the furnishing of equipment and its liability 
for injury to goods resulting from defects therein or to con. 
ditions which render such equipment unsuitable for the trans 
portation of goods loaded therein, it seems apparent that , 
carrier can be held liable for the injury caused by the presence 
of weevil in the car at the time it was loaded with the flour, 
The law imposes upon the carrier the duty to furnish a car 
suitable for the loading of any goods therein and the shipper 
was justified in assuming that the car furnished was a suitable 
one for the loading of flour. It is true that it has been held 
that where a shipper is afforded an opportunity to select the 
vehicle in which his goods shall be transported and makes such 
selection with knowledge of the defects of the vehicle the 
carrier is not liable for injury resulting therefrom. Schreiver 
Milling and Grain Co. vs. C. G. W., 246 S. W. 647. The contrary 
was held, however, in Devita vs. Payne, 184 N. W. 184. 

The facts as recited by you are not, in our opinion, such 
as to charge you with knowledge of the defects or the unsuit- 
ability of the car for the loading of flour within the purview 
of the decision in the Schriever Milling and Grain Company 
case, above referred to, considering this case to be controlling 
in the jurisdiction in which suit would be brought by you, in 
that the unsuitability of the car was not known by your ship- 
ping department. 


Docket of the Commission 


April 10—Washington, D. C.—Examiner Rasch: 
Valuation No. 1150—Winchester & Western R. R. 


April 11—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 14661 cay and Commodities— 
between points in La.—Filed by T. & N. R. R. 
Fourth Section Application No. {4967 Betoleun and petroleum 
products—between points in La.—Filed by T. & N. O. R. R. 


April 11—Washington D, C.—Examiner Poa’ wr 
Finance No. 4004—Excess income of A. C. & Y. Ry. 

April 12—Washington, D. C.—Examiner DuBois: 
Valuation No. 1113—Peoria, Hanna City & Western Ry. 


April 12—Washington, D. C.—Examiner Bradford: 
Valuation No. 1158—In re valuation of property of Twin Branch R. R. 
April 12—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14750—Anthracite coal from Penn- 
sylvania points. 


April 12—Washington, D. C.—Examiner Berry: 
25719—Theo. Stivers Milling Co, vs. C. of Ga. Ry. et al. 


April gg ey at Washington, D. C.: 
22930, 2—M. Campbell & Son et al. vs. T. & S. F. Ry. et al. 
25514-—Campbell Lumber Co., Atkinscn, ten, a partnership con- 
sisting of T. Campbell and Fred H. Swingley, Atkinson, Neb. 
= — d. Re me O’Neill, Neb., et al. vs. A. T. & S. 
y et al. 
* Finance No. 9114—Arizona Eastern R. R. et al. abandonment. 


April 13—Washington, D. C.—Commissioner Eastman: 
* 25705—Accounting rules of telephone companies. 


April 13—Washington, D. C.—Examiner Kephart: 
Finance No. 3843—Excess income of Monongahela Ry. 


April 14—Argument at Washington, D. C.: 
24914 (and Sub. 1)—Puget Sound Pulp & Timber Co. et al. vs. B. & 
O. R. R. et 7 
25246—B. & O. R. et al. vs. Hoboken Mfgrs. R. R. 

25435—C. I. & i Dingfelder vs. S. A. L. Ry. et al. 
. and E. W. Smith, Receivers). 
April 15—Argument at Washington, D. C.: 
24786—Dawson Produce Co. et Ya bag A. > & S. F. ai et al. 

25050—Red Star Milling Co. vs. A. T. & S. F. Ry et al. 


(L. R. Powell, 
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BUFFALO, N. Y. 


LARKIN TERMINAL WAREHOUSE 
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April 17—Washington, D. C.—Examiner Warren: 
Valuation No. 1156—Osage Ry. 


April 17—Washington, D. C.—Examiner Curtis: 
* 1. & S. 3869—Cement, Kenova, W. Va., to Washington, D. ¢c. 


April 17—Washington, D. C.—Examiner Boles: 

* 25546—Application of M. P. R. R. and T. & P. Ry. in the matte 
of installation of a common carrier service by water other thee 
through the Panama Canal. an 

* 25565—Investigation of Seatrain Lines, Inc. 


April 17-18—Argument at Washington, D. C.: 

* 25566—Rates on bituminous coal within the state of Ohio. 

* 1. & S. 3282—Coal, bituminous, ex-river, from Colona and Conway 
Pa., to Youngstown, O. 7 

Il. & S, 3619—Ex-Ohio River coal to Cleveland, Lorain 
Ohio points. 

1. & S. 3801—Coal from Pa, to northern Ohio. 

1. & S. 3833—Coal from Pa. to northern Ohio. 

25590—-Western Pennsylvania Coal Traffic Bureau et al. 
i. By. Ot al. 

25656—Continental Coal Co. et al. vs. A. C. & Y. Ry. et al. 

25657—-Property Owners’ Committee vs. A. C. & Y. Ry. et al. 

25670—Robert C. Hill and others, receivers of Consolidation (oy 
Co., vs. A. C. & Y. Ry. et al. 

April 19—Washington, D. C.—Examiner Trezise: 

* 25885—Surcharge on bituminous coal within the state of Ohio 
(Immediately following the close of the hearing the parties yi 
be given an opportunity to be heard in oral argument and tha 
case will be submitted for decision without further proceedings) 
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